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Gowlihulbein, 


The Fast Time of the Boston & Providence Train. 








To THE EDITOR OF THE RAILROAD GAZETTE : 

In connection with your article of last week on fast trains 
in this country and abroad, it may be interesting to add a 
few data as to the actual speed of one of the trains men- 
tioned—the Boston-Providence. This train leaves Boston at 
1 p.m. and reaches Providence (43, not 44, miles) in 57 min- 
utes. The time taken to reach the “top of the hill” in 
Sharon is generally 26 minutes, leaving 31 in which to run 
the remaining 25 miles, including the slow-up for one mile 
in coming to the junction at Pawtucket. The distance from 
Ma:stield to Attleborough—6.8 miles—has been frequently 
covered in 6 minutes 30 seconds, or say at the rate of 62 
miles an hour. We Bostonians think this pretty good work 
for an every day train, often consisting of eight very heavy 
and full cars, LiLoyp & SyMEs. 

Boston, Nov. 20, 1882. 


Old Car Wheels—What Shall be Done With Them ? 


To THE EDITOR OF THE RAILROAD GAZETTE: 

The above question is an important one, and upon how it 
is answered may depend more of the profits of stockholders 
in railroads than is dreamed of. 

Sell them to rolling mills, answers a clear-headed iron 
manufacturer ; they will make first-rate merchant bar. No, 
no, says the railroad manager, we can get a higher price for 
them from some car-wheel maker in exchange for new 
wheels. Mr. Manager, did you ever inquire why a car- 
wheel maker can afford to pay so much for old wheels? 
Did it ever occur to you that he might melt them, make 
new wheels of them, and sell them back to you at a large 
profit, by using them in place of expensive charcoal pig 
iron, of which your wheels, for safety and durability, should 
be entirely made? Do you not know that wheel-iron is 
made brittle by remelting: that it loses that elasticity so 
necessary for safety in carrying twenty-ton loads in winter ? 
Would you sell your old clothes to be remanufactured into 
cloth for your own wear? You would feel insulted if 
accusod of wearing ‘*shoddy ” clothes. That would be far 
wiser and safer than buying “‘ shoddy ” wheels. Beware of 
**shoddy ” wheels, STOCKHOLDER. 





Destruction of Locomotive Cabs by Fire. 
To THE EpIrorR OF THE RAILROAD GAZETTE: 

The lamentable accident which occurred on the Pennsyl- 
vania Railroad, near Jersey City, on Oct. 21, where the 
engineer was fatally injured by flames emitted from the 
fire-box of the locomotive, has been widely commented on 
by the press, techaical and general. To judge from the 
tone of comment indulged in, there is reason to believe that 
an impression prevails that the accident was altogether 
unique in its origin and consequence, and that nothing of a 
similar character had ever happened before. There is prob- 
ably no record of an accident like that one having occurred 
through steam escaping from the safety-valves into the 
smoke-box, and there causing so much back pressure through 
the tuhes as to force the fire out of the fire-box door with 
destructive violence; but a similar effect has often been 
produced by other causes. In districts where bituminous 
coal rich in hydro-carbons is used for locomotive purposes, 
Serious accidents to the cab by fire have frequently been 
brought about by the cone dropping down and closing up 
the stack opening. Where the coal is freely mixed with 
sulphur, in addition to being rich in hydro-carbon oils, 
accidents occur occasionally from the netting of the stack 
getting gummed up so compactly that the gases of combus- 
tion cannot pass through. I witnessed the effect of an 
alarming accident of this kind about a year ago. A loco- 
motive belonging to the Chicago, Burlington & Quincy 
Railroad, which had a patent spark-arresting stack, with 
Somewhat fine-meshed netting, was running on the South- 
ern Division of the Burlington, Cedar Rapids & Northern 
Railway. The track on this part of the road traverses some 
forty miles of a lacustrine plain that belonged to a branch 
of the ancient Mississippi bed, then makes a sudden ascent 
up the old bank. This ascent rises about two hundred 
feet in three miles, and is regarded as a formidable hill to 
climb. The long pull tries the steaming capabilities 
of the engines pretty well, and it is generally approached 
with a boiler full of water and the fire-box heavily stocked 
with coal. The engine in question was running for the hill, 
and the engineer used the pump just atrifle too freely, for 
when he dropped the lever a notch as the engine began to 
feel the grade, the water worked out through the stack. It 
passed through only during a few exhausts when the stack 
suddenly closed upsolid. At this moment the fireman opened 
the door, when a dense cloud of flame, smoke and steam rushed 
out. The fireman jumped from the engine, and the engineer 
managed to scramble out from the cab on to the tender 
badly burned, although not so seriously as to endanger his 
life. The flames continued to lick up the cab, destroying 
the Sauges, burning out all the glass and ruining all the 
boiler-head attachments. But-for the prompt use of the 
water bucket by the engineer, the whole cab would have 
been burned clean off. As it was the wood work was so 
badly damaged that it was considered beyond repair and a 














new cab had to be put on. When the engineer got the fire 
quenched and went to examine the top of the stack, he found 
it solidly filled with a compact resin-like substance which 
adhered so tenaciously that he found it necessary to remove 
the top of the stack before he could re-kindle the fire. 

Conversations which were induced among engineers on 
account of this accident proved that such cases were by no 
means rare in the West. Men belonging to the Chicago & 
Northwestern Railway mentioned several similar cases on 
their roads, which only proved less disastrous owing to the 
doors having been kept closed. An intelligent old engineer, 
who had seen several engines with their netting stopped on the 
road, said that the thing always happened when pulling out 
of a station or on a hill where a heavy fire was carried and 
water was worked through the stack. All others who have 
witnessed the phenomenon agree that these conditions were 
present. The probability is that the water cools the iron of 
the netting so that it condenses the sulphur and iron (from 
pyrites) passing through the tubes in the form of gas. This 
produces a viscous coating which adheres to the netting and 
catches hot cinders till it forms 1 solid crust. 

ANGUS SINCLAIR. 





The Education of Engineers. 


INDIANAPOLIS, Nov. 19. 
To THE EDITOR OF THE RAILROAD GAZETTE : 

When I read your article of Nov. 10 on ‘‘The Educa- 
tion of Engineers,” for which my letter of inquiry furnished 
the ‘‘ excuse,” I felt that mine was decidedly a case of “‘mis- 
placed ‘confidence’”—much as if I had sought light on a 
question of banking from an original thinker like Dennis 
Kearney and been told, with some warmth, that, to begin 
with, banks, bankers and banking must go. Comment 
seemed useless, and I felt disposed to “change the subject;” 
but reading some letters in your paper of the 17th, just re- 
ceived, I am moved to ask space for ‘‘ a few remarks.” 

I want to set myself and the *‘ young man” right. 

The “‘ assistance” (from your putting it in quotation marks 
I suspect the word struck you with an einphasis not intend- 
ed) was asked for, not ‘‘to aid the writer in advising a young 
man,” but for the young man himself, whom the writer felt 
incowpetent to advise. 

The card of the writer does not advertise him as one of a 
firm ‘“‘ engaged in practical engineering work,” but as a 
contractor. 

The young man does not contemplate ‘‘a classical course 
at Oxford” or anywhere else, and he entertains no “ foolish 
notions” whatever to justify the spirit, and much of the 
matter, of your comments on my letter. The things he has 
in contemplation are going into the field on surveys, or into 
a shop of some sort to werk for wages, or entering a ‘‘me- 
chanical school,” where doubtless he thinks he can get, with 
some saving of time, a wider knowledge of materials, 
mechanical processes,etc., for a foundation on which 
to build hereafter, as opportunity shall permit or 
the nature of his untried work suggest. And he talks of 
attending scientific lectures in his hours of leisure, and of 
getting incidentally more German and French, that he may 
have access to the technical works and journals of those 
languages. 

In all this you may see ‘‘ reason for suspecting that he en- 
tertains illusions” of various sorts; but, as a matter of fact, 
he is a man bent on work towards an end, as he sees it; and 
the end he proposes to himself is, ‘‘ to be a civil engineer and 
to make a specialty of railway construction and manage- 
ment ” 

Now, there was a gentle savage once (so Franklin says) 
who heard the missionary patiently on ‘‘Man’s First Diso- 
bedience,” and at the conclusion of the story observed, with 
native and untutored, politeness, ‘“‘What you say is true; it is 
indeed wrong to eat apples; better make them all into cider!” 
In the same conciliatory spirit I am disposed to admit that 
because the word engineer presupposes an engine, and for 
other reasons ‘too numerous to mention” (and with which 
also I am not acquainted), ‘‘Engineer and all its derivatives” 
and combinations ought to be abolished—with the excep- 
tion, mark ye, of mechanical engineer, which I would re- 
serve for Matthias. Edusund must indeed eschew the addi- 
tion civil engineer, though Angeline weep. 

Webster (whom I never swear by on questions touching 
the nice use of words, except when he happens to agree with 
me) says a civil engineer is ‘‘a person skilled in the science of 
engineering, who designs and superintends the con- 
struction of public work or machinery,” and, below, 
“civil engineering,” he says, ‘‘ refers, according to modern 
usage, strictly to the construction of fixed public works, such 
as railways, canals, bridges, light-houses, sewers,’’ etc. Now 
what our ‘‘ young man” wants to do is to become skilled in 
the science of engineering, and especially in that part of it 
which relates to designing and superintending the construc- 
tion of railways. There are thousands of men doing pre- 
cisely this sort of work throughout the civilized world The 
thing exists, and needs no apology for its being, but it does 
needa name. These men are not stone-cutters, or pile-driv- 
ers, or section bosses, or contractors, or signal makers. 
Until you fill the void we are constrained to call them civil 
engineers. 

It takes some dozens of different sorts of men to complete 
a great building. There are hod-carriers, stone-cutters, ma- 
sons, carpenters, plasterers, iron-workers, etc., and nally 
an architect; and the chances are no two of them, not even 
the stone mason, and the brick mason could change places, 
and certainly no one kind of them could do the whole. Is it 
any disgrace, or even disadvantage to the architect, that he 
cannot carry the hod, or plaster the wall? If you would 
advise him to carry the hod as a part of his education, why 





not insist on his learning practically every one of the. forty 
trades and callings represented on his building? Do you 
suppose that if you had all the rest you could build your 
building without the architect ? 

If you could “banish the term civil engineer” by an act 
of the legislature or an editorial in the Railroad Gazette, 
the difference would remain between the railroad grader, 
the mason, the pile-driver and the —— fellow who lays out 
the work for all of these and keeps a trained eye on the 
work as it progresses. 

The engineer is the man to whom, not wholly but more 
than to any other, we owe the conquests that have been 
made within this century over material obstacles, the sub- 
stitution of strain sheets for guesses, the abandonment of 
such wasteful use of material as may beseen in the Victoria 
Bridge, the substitution everywhere in bis own broad pro- 
vince of definite knowledge and the clear purpose for con- 
fusion and blind groping. He has done much, and much 
remains todo; and he will do that best who brings to the 
work the formulated experience of his predecessors, a firm 
grasp on the principles they have painfully worked out, a 
good store of common sense, and much practice; but prac- 
tice in the strong light of all of these. 

There was a time when the physician was the barber, but 
medicine bas made such progress since the two trades were 
divorced thut they will never be reunited. It is not so long 
since the mason was the engineer, and since there was not 
much engineering science extant in those days,a knowledge 
of one’s A, B, C’s and the multiplication table might then 
have been a liberal education to start on. The oldest of our 
living engineers began with a slender equipment of theoreti- 
cal knowledge, partly because there was nothing better to 
be had. But those of them whose work isa real legacy to 
their successors did not end so; and the young man who ex- 
pects to build high in the profession of civil engineer to-day 
would best begin, as nearly as may be, where they left off. 
Every year now the necessity for a solid foundation in sci- 
ence (‘‘ definite knowledge in contradistinction to that in- 
definite knowledge possessed by the uncultured”—“‘I thank 
thee, Jew, for teaching me that word ”) will be more appar- 
ent. 

These are ‘‘glittering generalities.” Had I been capable of 
anything much better I should not have called on you to as- 
sist our ‘‘ young man.” 

1 want also to join my protest to that of another corres- 
pondent against your “ alleged ” definition of success. 

Would you button-hole a young man reading law and say 
to him, ‘‘ See here, my young friend ; what you want to 
do is to drop all this nonsense about ‘ principles’ and ‘phi- 
losophy of law’ and all that sort. The less law you have 
the better: it is petty juries you'll have to deal with. 
Study human nature, its passions and prejudices. What 
you want to do is to succeed, win cases, get verdicts, get 
money: you understand ?” 

Would you say tothe innocent who contemplates adopt- 
ing the profession of medicine, ‘‘ Now, my boy! bear this in 
mind, that a very little knowledge goes a great way in that 
trade. Just as soonas you know the difference between 
calamus and calomel, and can write a prescription that 
no one but a druggist can read, you sail in and practice. 
You will pick up the rest fast enough, and your success, that 
is your profit, will depend more on your taet in managing 
people than en anything else. If you want to get rich you 
must be popular ; that’s the point.” 

For God’s sake! when you seea young man putting his 
heart, his brain and his hands into his work, bent on doing 
it well, don’t pluck him by the sleeve and whisper in his ear 
the mercenary wisdom (?) which old age and hard knocks 
have brought you—and may, perhaps, bring him soon 
enough—to all our loss. 

The “‘ young man” we are talking about wants to succeed 
and to make money ; but to make it as a civil engineer. 

8., 
Contractor, 








Discharged Employes. 


To THE EpIToR OF THE RAILROAD GAZETTE: 

Under the above heading, your issue of 17th instant con- 
tains an editorial criticising the action of the Superintend- 
ents’ Association in relation thereto, giving at the same 
time some very cogent reasons for the necessity of the adop- 
tion of some such protective measure. The Association did 
not, I apprehend, fully appreciate the melancholy conse- 
quences of their action, which you so graphically portray ; 
certainly, no injustice was intended by the adoption of the 
resolution, the object being simply to compel discharged 
employés to present satisfactory evidence of the reason of 
their discharge, and this, I believe, to be a move in the right 
direction, in that it tends to the more careful selection of 
men for responsible positions. The careful housewife makes 
the same requirement in selecting her domestic servants, 
and why it should be somuch more unjust to railroad em- 
ployés, is not quite clear. Railroad managers are being 
held (perhaps justly) to the most strict account for the 
action of their subordinates. Their own reputation, and, 
what is of more vital importance, the safety of the public, 
demand the exercise of the utmost care and vigilance in the 
selection of their assistants.* 


* A recent issue of a prominent railway journal promulgates 
the following : F 

** One of the most entertaining experiments that could be made 
would be to take one of the New York & New Haven Railroad 
cars, like the one which was smashed up in the tunnel accident 
the other day, and place it at the foot of a grade, as described, 
and then let a car, properly framed, loose on the incline. so as to 
run into the one atthe foot. Such an experiment would probably 
result in the old cars being speedily withdrawn m service. 
To make it entirely satisfactory, though, the superiotendent and 
board of directors ought to occupy the car while the experiment 
was being made.” . 
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Fig. 5. 
TURN-TABLE AND ENGINE AT ALTOONA. 
Designéil by J. B. CoLLin, Mechanical Engineer of the Pennsylvania Railroad. 


(For Description, see page 718.) 
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ENGINE FOR WORKING TURN-TABLE. 


Ft. 














Designed by J. B. CoLuIn, Mechanical Engineer for the Pennsylvania Railroad. 


The proportion of “‘ righteous, incorrupt, virtuous, honest, 
and rightful,” is undoubtedly as great among subordinates 
aS among superintendents, and these need have no fear that 
the resolution will affect them injuriously. 

The resolution certainly is ‘‘areversal of the principle 
recognized in law, that a person must be considered inno- 
pa until he is proved guilty,” and this, so far as it applies 

0 the selection of employés, is as it shouldbe. The man, in 
any vocation, who should engage a cashier or treasurer 


without knowing something of his antecedents, would be | 


considered unfit to transact business. How much more 
ane there for the superintendent to know something of 
poe aracter of those whom he must trust to interpret his 
pases - pe plans, where a single mistake may involve the 
" ife or limb of perhaps hundreds of passengers who 

ave Placed themselves in the care of the railroad com- 
panes A believing, as they have aright to believe, that every 
a ye tana me their safety will be taken, and that the men 
Pe ge of the trains and tracks will be men of recognized 

and faithfulness, MEMBER, 


(For Description, see page 718.) 


Chicago & Eastern Illinois. 





The recent decision of the United States Supreme Court 
in the case of the trustees of the Chicago, Danville & Viv_ 
cennes Company against the Eastern Illinois is not so clear 
in terms that its effect is easily understood. The decision 
was on a rehearing obtained by the Eastern Illinois interest, 


of an appeal made by the Chicago, Danville & Vincennes | 


interest from the decree of foreclosure and sale. The fol- 
lowing is an abstract made from the text of the recent Su- 
preme Court decision on the rehearing : 


Huidekoper, Shannou and Denison, purchasers of the 
mortgaged property, under foreclosure sale, were not par- 
ties to the former appeal. Feb. 17, 1377, the report of sale 

| and petition from its confirmation were filed, and it was 
| then ordered that the sale be confirmed unless objections 
| should be filed by the next Friday. Objections were filed, 
but were overruled by the Court, which confirmed the sale. 
An appeal from this decree was made, but not perfected or 
prosecuted. By order of the Court, April 12, 1877, the 
| master was directed to deliver to the asers a deed of 
the property on their surrendering to him 2,328 of the IIli- 


nois Division first-mortgage bonds. The master reported 
the execution of this decree April 16, and a further decree 
was then entered confirming the same. purchasers con- 
tended that there could be no appeal from these decrees, 
because they were not final decrees. But the Supreme 
Court now says that the decree of April 12 distributed the 
proceeds of the sale upon the basis of the finding in the de- 
cree of foreclosure, that the principal of the bonds had be- 
come overdue; for it authorized the purchasers, tothe ex- 
tent of the proportion in which the bid, if treated as cash, 
would, when applied, extinguish the bonds held by them, te 
use their bonds as cash in payment of their bid. It is mani- 
fest that a substantial error, to the prejudice of one of the 
parties, may originate in a decree distributing the 
of a sale uader a decree of foreclosure; and no question can 
be successfully raised against the right to appzal from such 
a decree.” Thedecrees in question being dependent upon 
the decree of foreclosure and sale, and the latter having 
—_ reversed, the court decides that they fail of them- 
sslves. 
| The other decree involved, entered Nov. 19, 1877, was a 
| personal jalzneatia favor of Haidekxoper, Shannon and 
| Denison, as trustees for themselves and the bondaolders, for 
\the defisiency arisiag from the excess of the amount by 
the decree of foreclosure over the credit Fees of the pro- 
ceeds of the sale, which defitiency was $1,823,573.84, and 
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execution was awarded therefor, against the Eastern Illinois 
Company and in favor of the parties named. 

The Supreme Court now says that in ordinary cases no 
appeal would lie from the findings of a deficiency decree, 
the existence and amount of which are usually dependent 
upon the decree of foreclosure. But the deficiency decree 
was not in the ordinary form. Instead of finding that the 
amount was due to the complainants, in behalf of whom the 
sale was decreed, judgment was rendered in favor of 
Huidekoper, Shannon and Denison as trustees for the bond- 
holders, who claimed not to have been parties of the suit 
in which the foreclosure decree was rendered. The Supreme 
Court did not consider it proper to investigate or pass upon 
this claim in the pom proceeding and therefore reversed 
it for the error which required the reversal of the decree of 
foreclosure and sale. : 

The following is the final paragraph of the decision : 

‘*The argument of the present appeal, on both sides, seems 
to have been influenced by the consideration that it possibly 
involved a present adjudication of the effect its determina- 
tion might have upon the rights of the purchasers at the 
sale and the present title of the property sold. But no ques- 


tion of that character is involved. Whether the purchasers | 
were parties to the litigation, either by nme upon the record | 


or in interest and by representation, so as to be affected by 
the error in the proceeding for which the decrees have been 
reversed, or whether they or their assigns are protected by 
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| 
mously agree that an automatic coupler would be desirable, 
providiug one can be found to meet the requirements. 

Of the many devices examined, we find several having 
special merit and would recommend for trial. 

Under Class *‘A,” S. B. Archer’s, G. H. Ames’, Perry’s, 
Pugh & Browning’s, and the Excelsior. 

Under Class ‘‘B,” the Janney, Hine’s, and Davis’. 

As worthy of mention we would name Safford’s, Brook’s, 
Hartwell’s, Wilson’s, Recht’s, Cowell’s, Dennis’, Sadler’s 
Hargraves and the Anchor. 

In addition to those already named we examined the 
Wapakoneta, Everit’s, Rhoad’s, Leyden’s, Merrihew’s, 
Bunch’s, Goldsmith’s, Hickok’s, Rodger’s, Kea’s, Cuddy’s, 
Zehner’s, A. W. Clark’s, Colburn’s, Beiber’s, Taylor Bres.’, 
Glover’s, Teall’s, Forbes’, McCree’s, Hohenstein’s and Lentz’s, 
which in our opinion are not practicable or applicable to 
freight cars. 


JNO. S. LENTZ, 

R. C. BLACKALL, 

ROBERT MILUER, } Committee. 
C, E. GAREY, 

Gero. HACKETT, J 
































TURN-TABLE AT ALTOONA, 


Rights of Railroad Passengers. 


The recent experiences of Mr. Flexman, of Mlinois, though | 


| uncomfortable to him, have elicited a decision which will be 
| read with satisfaction by the average citizen about to trust 


the principle and policy that uphold the titles of bona fide | himself to the chances of a railroad trip. Mr. Flexman 
purchasers without notice at judicial sales, and any other | bought a ticket from Hoopeston to Milford, entered a car, 


that may be mooted touching the 


int are questions which | secured an entire seat; stretched himself comfortably there- 


do not arise upon the present appeal, and are Jeft for further | in, and slept. On reaching Milford, behold ! his watch was 


consideration in case they should be presented in a subse- 
quent stage of this or by virtue of proceedings in some other 
suit. 


The representatives of the Chicago & Eastern Illinois | 


Company bold that the only question that the lower court 


will now have to adjudicate is respecting the distribution of | order that he might seek for the missing watch. 
the proceeds of the foreclosure sales and that the title of the | 


company now in possession cannot be disturbed because de- 
rived from Huidekoper, Shannon and Denison, innocent 
purchasers at the foreclosure sales. 








Engine and Mechanism for Operating a Turn-Table. | 





The engravings, figs. 1 to 7, illustrate an engine and the 
method of using it for working a turn-table at the Altoona 
shops of the Pennsylvania Railroad, which was designed 
and patented by Mr. John B. Collin, the Mechanical Engi- 
neer of that road, and which has been in constant use for 
more than a year. 


Figs. 1, 2 and 3 are taken from the patent specification. | 
Fig. 1 is a perspective view, showing the general method of | 
B is a usual form of turn-table. | 
b is a side lever, made of iron beams, which are attached to | 
the side of the turn-table with hinged joints, which permit 
the outer end of the lever to rise and fall vertically. Its | 
outer end is supported on a carrying-wheel a, figs. 2 and 3, | 
which runs either on the circular rail that supports the car- | 
rying wheels of the turn-table, dr on a separate track laid 


of applying the engine. 


for the purpose. On top of the lever is a small double- 


cylinder vertical engine, which is connected to cranks on | 


the shaft of the carrying wheel underneath. One of these 
cranks is shown in figs. 2 and 3. 

Fig. 4is a transverse section through the turn-table and 
lengthwise through the lever. Fig. 5 is a plan showing a 
part of the turn-table and the whole of the lever. Fig. 6 is 
a half section and front elevation of the engine and _ boiler, 
and fig. 7 a side elevation of the same. 

The engine, the inventor says, ‘“‘being attached to the 
turn-table and having asingle driving-wheel, readily adapts 

tself to the varying positions of the table as the latter is 
moved by the weight of the locomotive on it.” In fig. 1 
the outer circular rail of the turn-table is represented as 
the track on which the engine runs. In figs. 4 and 5 a sepa- 
rate circular rail is shown which carries the engine. 


The other details are so clearly indicated that further de- | 


Mr. Collin’s address is Altoona, Pa. 








Report on Automatic Draw-Bars. 





| 
| 
| 
} 
| 
| 
} 
| 


scription is unnecessary. 
| 
| 


At the Niagara meeting of the Master Car-Builders’ Asso- | 
ciation the subject of ‘‘ Automatic Draw-Bars ” was referred 
to the Executive Committee. The committee appointed to 
investigate that subject made the following report to the | 
Executive Committee at its meeting held on Nov. 16: 


NraGarRa FA.ts, Oct. 12, 1882. 


and said to the conductor. 

have taken his complaint as 
readily gave him leave to continue 
| till it should reach Watseka, a 


The conductor seems to 
in the train 


station beyond, in 
A fellow- 


Fig.2. 


























Details of Turn-Table. 


passenger assisted in the search, and conversation naturally | Pennsylvania Co:, Pitts., Cin. & St. Louis, Wm. Stewart, 


To the Executive Committee of the Master Car-Builders’ | man: ‘*Who has the watch, do you think ?” ‘‘ That fellow,” | 


Association ; 


answered Mr. Flexman, pointing to a brakeman. This | 


GENTLEMEN: The committee on the subject of Automatic brakeman, overhearing the pry and disdaining to plead | 
n 


Draw-Bars leave to submit the following report : 





beg _ | “not guilty” in words, forthwith 
We have given the subject careful attention and unani- | the head with his railroad lantern, From this point we hear | 


GAZETTE. 
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no more of the lost watch; the passenger’s energies were at 
once deflected into a lawsuit against the company for its 
servant's assault upon him. 

To this suit the company made two answers. 1. That 
Mr. Flexman was a passenger to Milford only ; on his way 
thence to Watseka, as he was riding “free,” he had not the 
rights cf a passenger, but rode at his own risk. But the 
Court said that if the conductor had demanded fare it would 
probably have been paid, and as it was not it was waived. 
One who takes passage avo wedly asa fare-paying passenger 
does not Jose his rights as such because the conductor omits 
or thinks it not best for special reasons to require him to 
pay. 2. That the brakeman was not acting in obedience to 
any orders or in performance of any duties, but flung the 
lantern as a voluntary act of spite wholly outside his employ- 
ment. The Court said that ifa conductor or brakeman assaults 
a stranger without motive in his duties for doing so, the 
company is not liable; the man himself must be sued. But 
towards its passengers a railroad company owes a duty of 
protection. It has undertaken to carry them safely, and is 
bound to make judicious arrangements that they shall not 
be assaulted on the way. To keep the peace in the car is one 





of the duties of the company, and if the peace is broken, 


| especially by employés, through want of judicious regula- 


tion, the company may reasonably be asked to pay damages. 

This doctrine of a passenger’s right to protection, though 
of recent rise, is developing into practical importance. Be- 
fore long, perhaps, when a gang of robbers in disguise take 


| passage on a Western train, ride quietly to a quiet spot, and 


gone from his pocket—stolen during his nap as he believed, | 


matter of course and | 
;armed_ brakemen 





| five or six times. 


| arose between the two, the volunteer inquiring of Mr. Flex- | D. 8. 


there ‘‘go through” the cars for the valuables of the passen- 
gers, we shall hear of some of the victims inquiring whether 
the company was not bound to protect them, or at least to 
try; and if the courts shall answer Yes, Western trains 
will soon run under braver conductors and better 
than some of them carry at pres- 
ent. Passengers have asked such questions quite suc- 
cessfully in some instances. A deck passenger on 
the ‘‘ Ben Franklin” was knocked down, destroying 
an eye, by the clerk of the boat, to punish some attempt he 
was supposed to have made to avoid paying fare. A cabin 
passenger on the ‘‘Eastern Queen” was brutally beaten by 
the steward and waiters because of their suspicion that he 
was taking supper without paying. A passenger on the 
Grand Trunk Railroad, who averred that he had given bis 
ticket to the brakeman, was beaten by that official, as his 
best mode of showing that he bad not received it. In all 
these instances, and many others involving the same princi- 
ple, the courts have said that acarrier of passengers may 
not be liable for assaults by entire strangers, but is bound to 
protect, or at least make arrangements and efforts to protect, 
those whom he promises to carry safely, from maltreatment 
by employés. Witness also the noted Wisconsin kissing 
case. ‘lhe conductor was so overcome by the charms of a 
pretty lady school teacher, who was a passenger on his traiu, 
tbat he took a seat by her, and after some attentions which 
she plainly told him were unwelcome, kissed her vi et armis 
In her suit against the company, their 
lawyer challenged the Court to find anything in the printed 
instructions issued to conductors making it a part of their 
duty to kiss lady passengers. But the Court said in effect 
that the maxim “Kissing goes by favor” is greatly respected 
in the law, and railroad companies are bound to see that it 
is respected by conductors and brakemen. And the jury 
awarded $1,000 damages.—New York Times. 








Joint Executive Committee Meeting 





The following is the official report of the proceedings of 


|the Joint Executive Committee, at a meeting held at the 
| office of the Chairman, {New York, Nov. 15 and 16, 1882. 


The following companies were represented: 

Baltimore & Ohio, Frank Harriott, C. S. Wight. 

Canada Southern, W. P. Taylor, W. H. Perry. 

Chicago & Alton, C. H. Chappell, H. H. Courtwright. 

Chicago & Grand Trunk, 8. R. Callaway, G. B. Reeve. 

Cin., Ham. & Dayton, A. H. McLeod. 

Cin., Ind., St. Louis & Chi., M. E. Ingalls. 

Clev., Col., Cin. & Ind., O. B. Skinner. 

Evansville & Terre Haute, G. J. Grammer. 

Fitchburg, J. Whitmore. 

Grand Trunk, L. J. Seargeant. Jno. Porteous. 

Grand Rapids & Ind., W. O. Hughart. 

Ind. & St. Louis, O. B. Skinner. 

Ind., Bloom. & Western, H. C. Diehl. oa 

Lake Shore & Mich. South., John Newell, G. H. Vaillant, 
J. T. R. McKay. 

Louisville & Nashville, J. M. Culp. 

Louisville, New Albany & Chicago, E. B. Stahlman. 

Marietta & Cincinnati, J. H. Stewart, R. M. Fraser. 

Michigan Central, H. B. Ledyard, John A. Grier. 

New York Cent. & Hud. River, J. H. Rutter, H. J. 
Hayden. . 

New York, Lake Erie & West., R. C. Vilas, A. S. Baldwin. 

New York, New Haven & Hart., C. P. Clark. 

New York, Penn. & Ohio, G. G. Cochran. 

Ohio & Mississippi, Wm. Duncan. : 

a Railroad, Frank Thomson, J. 8. Wilson, 

. Geer. 


Gray, F. H. Kingsbury, C. L. Cole. 

Vandalia Live, H. W. Hibbard. : 
Wabash, St. Louis & Pacific, Jno. C. Gault, A. C. Bird. 
The following companies, members of the Committee, 


ocked Mr. Flexman over | were not represented: 


Boston & Albany; Boston, Hoosac Tunnel & Western; 
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Chicago, Burlington & Quincy; Detroit, Grand Haven & 
Milwaukee; Detroit, Lansing & Northern; Lake Erie & 
Western; New York & New England; Peoria, Decatur & 
Evansville; Troy & Boston. 

The following gentlemen were present during the session: 

L. Millis, Central Vermont; H. A. 5 hag? General Agent, 
Philadelphia & Reading Railroad; W. H. Grout, Cleveland, 
Tuscarawas Valley & Wheeling; T. C. Moore, Joint Agent, 
Chicago; R. M. Moore, Joint Agent, St. Louis. 

At tbe conclusion of the roll-call, the Chairman said : 


‘ For some eight months, since March 13, 1882, the Trunk 
Lines have very effectually maintained the tariffs estab- 
lished by this Committee, and you are fully aware that to 
their continued efforts to have the rates maintained through- 
out the territory in which the roads of the Joint Executive 
Committee are located, peace has so far been maintained. 
But I regret to have to call your attention, at this meeting, 
to some irregularities, which, notwithstanding these efforts, 
have been practiced by some of the western roads, who have 
evaded the through rates by indirect means, and especially 
iby the practice of short billing. 

“This practice, which has been in use at some western 
points, notably St. Louis and Peoria, consists in contracting 
and billing to intermediate points at special rates, traffic 
really destined to the seaboard. Grain has been taken 
locally from East St. Louis to Urbana,O., and there rebilled 
to New York at tariff rate, arriving in New York in the 
same cars in which it was loaded in St. Louis, at a total 
cost of 24 cents per 100; the through rate, St. Louis to New 
York, being 29 cents per 100. Freight has also been taken 
locally from East St. Louis to Cleveland, Bloomington, Fos- 
toria and other points, and there reshipped to the seaboard, 
the sum of the rates being less than the established through 


rate. 

“Tf allowed to continue, the unavoidable result of this 
practice must be to demoralize the rates on all through busi- 
ness; and in order to take the proper measures to correct the 
evil, the causes which have given rise to it must be con- 
sidered. 

“These are probably to be found in the fact that at St. 
Louis, and other points similarly situated, the only rates 
which are established by the common agreement of all lines 
are the through all-rail rates to the seaboard. The roads 
having lake connections make as low rates as _ they please, 
either locally to lake ports or through by lake and rail to 
eastern cities. In this way the rates to lake ports are in 
some cases made so low that the property can reshipped 
thence by rail to eastern cities, at a hoeur rate than the es- 
tablished through rate. 


‘“The roads which have no lake connections, seeing their 
traffic diverted to the other roads by the methods above de- 
scribed, make low special rates to their eastern termini or 
other interior points; and if this alone does not enable them 
to successfully compete with the rates of the lake roads, the 
practice of fictitious billing is resorted to, by which the ship- 
ment is represented as originating at another point than the 
one from which it was actually shipped. The eastern roads 
being induced, by means of this deception, to accept less 
than their proportion of St. Louis rates. 

“This matter having been considered by the Trunk Line 
Executive Committee, in the early part of October last, the 
following recommendations were made: 

‘“**1, That the division of dead freight traffic at St. Louis 
shall include all east-vound dead freight traffic (local and 
through) from St. Louis. 

«2. That fixed through rates be agreed upon, on all rail- 
and-lake traffic to the seaboard, from St. Louis; and that 
local rates from St. Louis to the lake ports, or eastern ter- 
mini of the initial roads, shall be established and strictly 
maintained by agreement between the western roads. 

«3, That all through billing shall show original startin 
point of shipments, together with all advance charges an 
divisions of the through rate, whether any portion of the 
same has been prepaid or not.’ 

“The Wabash, St. Louis & Pacific Railway Company 
agreed at that time to make no more lake-aud-rail contracts 
this season; and this fact, in connection with the near ap- 
proach of the close of lake navigation, may, for the time, 
overcome the difficulty at St. Louis. The subject should, 
however, be fully considered and an agreement arrived at, 
as to the basis on which through lake-and-rail rates shall be 
made, in order that the same complications cannot arise 
next year. 

“The close of navigation, while removing one of the causes 
which led to these irregular practices, it is feared will not 
stop them. This meeting has been called for the special 
purpose of devising means for a strict observance of the 
tariff rates in the territory west of the Trunk Liues. 

“As a means of accomplishing this, it is proposed t hat this 
Committee agree upon the rates from western points to 
points short of, and to the western termini of the trunk 
lines. We have never had such an agreement; for example, 
there are no fixed and agreed rates from St. Louis to In- 
dianapolis, Cincinnati, Cleveland or Buffalo. If the western 
roads can make any rates they please to those points, and 
make them less than the proportion of the through rate, 
they can readily, by the method of short billing, reduce the 
through rate at pleasure. 


‘‘ Another great difficulty has been experienced from the 
want of equitable divisions of the established rates by one 
road between its common connections, and it is proposed 
that this Committee should take up this subject, and adopt 
Some plan that will prevent unjust discrimination. In eae 
ing unjust divisions of rates the effect upon competing roads 
hee, be the same as when a direct cut in rates is made, and 

nce the necessity of joint action. 


i} The third point to be acted upon is to adopt means that 
will effectually stop what has been called short billing. This 
Pim ne reprehensible. To represent officially in way- 
pes vereight as coming from a point, when it originates at 
oan ier point, with the view of deceiving connecting and 
climes roads, is a species of cheating which should be 
be ei from railroad operations altogether. The result 
al is deception must finally be general confusion, general 
officers of rates, and want of all confidence between railroad 
si deeure now named the principal questions to be con- 
diihere os to be acted upon by thisCommittee. There are 
up; for ich, although of less importance, ought to be taken 
iiidon (fxample, the establishment of uniform switching 
ople, © elevators at competing commercial centres. The 
mera ba Chicago complain that the people at Detroit, 
Ghleaes ch other places have free access to elevators, while at 
should ad arges are made to the shipper. The Committee 
like methane Some general rule by which like charges for 
Other | Nowe should be made in different competing cities. 
prorona reer questions will be brought before the local 
tase 8, Such as the dressed beef question, adjustment 
on a from Joliet, Seneca, etc., and they need not now 
. mf © time of the General Committee. 
here bave been applications made for membership of 


the Joint Executive Commi 
. A mittee, by the Buffalo, New York 
. Philadelphia Railroad, and the Louisville, 


bica; : tg Albany 
these cane : icompanies. If no objection is made, 
mittee.” panies will be admitted as members of the Com- 


No objection being made, the Chairman declared these 


roads unanimously elected, and declared the meeting now 
ready to proceed to business. 


ADJUSTMENT OF TARIFFS FROM WESTERN CITIES TO INTERIOR 
POINTS. 


After a general discussion regarding the proper adjust- 
ment of tariffs from western cities to interior points, and 
the necessary measures to be adopted to prevent fictitious 
billing, the following resolutions were offered, and unani 
mously adopted : 

* Resolved, That the representatives of the railroad com- 
panies on the Joint Executive Committee consider that the 
practice of fictitious billing is opposed to the best interests 
of the railroad companies, and is unjustifiable in all other 
respects ; and itis hereby 

“ Resolved, That any officer of the railroad companies rep- 
resented on the Joint Executive Committee, who shall here- 
after allow or be a party to any fictitious billing, shall be ex- 
pelled from this Association.” 

The following resolution, offered by Mr. Duncan, was 
adopted ; 

‘* Resolved, That the question of rates to the termini of 
these different lines be referred to the committee of the in- 
itial roads at St. Louis, Indianapolis, Peoria, etc., for con- 
tsideration, with instructions from this body that they make 

heir rates high enough to protect the through all-rail rates 
that are established, and report to this meeting at some 
future time.” 


ACTION OF STANDING COMMITTEE REGARDING RATES FROM 


SOUTHERN TO EASTERN POINTS, 


The Chairman said, that asthe members of this Committee 
had been advised by official circular, the Standing Commit- 
tee had had under consideration the subject of through 
rates and divisions of rates from southern to eastern points, 
concerning which there had heretufore been no proper un- 
derstanding, and that in accordance with Circular No. 418, 
no through rates and divisions will be accepted after 
Nov. 15, on traffic from southern points, except those 
issued from time to time from this office, and that after that 
date the tariff rates from Ohio and Mississippi River points 
wiil be charged on all traffic from southern to eastern points 
not covevel by the rates issued from this office. 


REPORTS OF COMMITTEES. 

The St. Louis Committee submitted the following report, 
which was accepted: 

‘The following resolution, on motion of Mr. Duncan, 
seconded by Mr. Bird, was unanimously carried, all roads 
voting in the affirmative: 

‘For tbe purpose of protecting the established through 
tates, the St. Louis lines hereby agree, that on and after 
Monday, Nov. 20, 1882, they will charge on all eighth-class 
freight, including grain and flour, which may be consigned 
to the points herein named, the following rates: 

‘From East St. Louis, until rates from Chicago 


to the 
seaboard are advanced, viz. : 







TONDO THANG icc dnc oceciencesecas decss csecdeseee 5 cents per 100 lbs. 
PROCUIIOD okie. cinccs cveccarscceeccnsseces 1000 . abe: Se + 
ee ae ib aetewne mbes S. * oe 6 
De Sa a. ss & 
Cincinnati .8 oe “oe “ 
Dayton .. 9 * “6 Me 
Louisville... cy 10 “ Mie 
Mh SacredcaseiieRner \SEaciw ac Sak ory 10 “* ow 
MIs sew ncnsecsnce inns cower enthaseuspeens are, 2. eS 
Choveland.....scsccrccccccessscce oc secccccece Ss“ * 


“It is understood and agreed that eighth-class rates to all 
competing points west of Cleveland and Pittsburgh, and 
east of Dayton, shall not be less than the Cleveland rate, 
and that eighth-class rates to all points south or west ot 
Dayton shall not be less than 8 cents per 100 Ibs.” 

he Cincinnati Committee made the follcwing report, 
which was accepted: 

“The Cincinnati lines, each for themselves, agree that 
they will in no case make a less rate to their terminal or 
other intermediate points than their proportion of tariff 
all-rail to New York on like traffic. 

The Indianapolis Committee made the following report, 
which was accepted : 

‘““The Indianapolis lines adopt the same resolution as 
adopted by the Cincinnati Committee.” 

On motion, the meeting then adjourned to the next day 
(Thursday). : 

SECOND DAY. 


The Committee reassembled, pursuant to adjournment, at 
11,50 a.m. 

On motion of Mr. Gray, it was 

‘** Resolved, That the subject of making rates from compe 
titive ints in the West, to Toledo, Detroit, Buffalo, Pitts- 
burgh, Belluire, Parkersburg, Salamanca, Sandusky, and 
other crossing or connecting points with eastern through 
lines and routes, be referred to a Special Committee to con- 
sider the practicability of arranging a table of percentages, 
to be agreed to, and used thereafter, in the making of rates 
from western points to the points referred to.” 

The Chairman stated that said committee would consist of 
one representative from eavh of the western roads, and ap- 
pointed Mr. F. H. Kingsoury. Cha'r.x an of same, 

On motion of Mr. Stablman, it was 

‘Resolved, That as the present method of making through 
rates and divisions of rates from interior points in the West, 
is. not satisfactory to many of the western roads, a commit- 
tee, consisting of one representative from each of the west- 
ern roads, is hereby appointed to suggest modifications in 
said rates and divisions, and to submit their report for the 
approval of the Joint Executive Committee.” 

he Chairman stated that he would refer this question to 
the committee appointed to consider rates from western 
competing points to interior points. 

On motion, the subject of the division of through rates 
with common connections was also referred to the commit- 
tee appointed to consider rates from Western commercial 
centres to interior points. 

Mr. Bird stated that Mr. H. C. Diehl and himself were 
the only members of the Peoria Committee present at the 
meeting, and that they had agreed to snbmit the following 
report, but that;to secure the adoption of the recommenda- 
tions therein contained it was necessary to secure the con- 
currence of the other Peoria roads : 

‘*For the purpose of protecting the established through 
rates, the undersigned hereby recommend that on and after 
Monday, Nov. 20, 1882, and until rates from Chicago to 
the seaboard are advanced, they will charge on all eighth- 
class freight, including flour and grain, which may be con- 
signed or billed to points herein named, the following rates : 

“From Peoria and Pekin to Toledo, Detroit and Sandusky, 
each, nine cents (9c.); to Cleveland, ten and one-half cents 
(104c.); Cincinnati, eight cents (8c.); Louisville, ten cents 
(10c.); Indianapolis, six cents (6c.); Terre Haute, five cents 
(5c.); Paris and Mattoon, each five cents (5c.); Evansville, 
seven cents (7c.). 

“It is understood and agreed that eighth-class rates to 
any point not named above shall be sufficiently high to pre- 
vent cutting of through rates by addition of locals.” 

The Chairman stated that, according to the rules of the 
Committee, he would have to vote for the members of the 





Peoria Committee not present at this meeting, and that he 
, would accept for them these rates. If they were not satis- 


aw to the absent members, they could hereafter be re- 
adjusted, 

The rates recommended by the Peoria Committee were 
unanimously adopted, 

The Chairman said that he thought the rates from Peoria 
could not be maintained except the connections of the initial 
Peoria roads would agree that in case rates are cut, in the 
judgment of the Commissioner, the connecting roads would 
discontinue prorating arrangements with the initial roads, 
or roads deviating from the rates, and he asked each of the 
—— of the connecting roads whether they were 
willing to accept this ruling. The following representatives 
answered in the affirmative: Messrs. Ledyard, Newell 
ne Stewart, Skinner, Duncan, Hibbard, Peery and 

ight. 

Mr. Ingalls not being present, the Chairman said he was 
authorized to vote for him. 

The Classification Committee submitted the following re- 
port, which was adopted: 

‘** A special meeting of the Permanent Ciassification Com- 

mittee being called at the office of the Chairman of the Joint 
Executive Committee, the following members responded, 
viz.: F. H. pena, R. M. Fraser, C. L. Cole, A. C, 
Bird. H. W. Hibbard, Jno. Porteous, J. T. R. McKay. 
“In answer to the communication from Mr. J. H. Whitaker, 
of the Pennsylvania Railroad, to Albert Fink, Chairman, ia 
regard to the proper tonnage and rate for apples in bbls., the 
following resolution was adopted, viz. : 

“Resolved, That the classification of apples, in barrels, 
shall remain as at present (same rate per bbl. as flour), but 
that in billing the weight shall be computed at 150 lbs. per 
bbl., and the rate given in rate column and extension in 
freight column shall be at the rate per bbl. 

‘** All terminal charges and bridge tolls to be deducted on 
basis of 150 Ibs. per bbl. at the rate per 100 Ibs., as charged 
by bridge or transfer companies and for pool tonnage re- 
ports.” 

The next subject considered by the Committee was the 
advisability of advancing eastbound rates. 

The ae ae resolution was unanimously adopted: 
‘Resolved, That, commencing Friday, Dec. 1, 1882, east- 
bound rates be advanced to the basis of 35 cents per 100 Ibs. 
on seventh class, and 30 cents per 100 lbs. on eighth class, 
Chicago to New York.” 

The request of Mr. Stahlman that a time guaranty be au- 
thorized in relation to east-bound rates on stone, in order to 
allow western shippers to contract for the delivery of speci- 
fic quantities of stone at eastern points, was considered, and 
it was 

‘Resolved, That the question of approving rates for a 
given period on stone from western quarries, be left with the 
Standing Committee, with power to act, both as to rates 
and time.” 

An inquiry having been made as to whether the advance 
in rates would affect the present established through rates on 
cotton-seed products from southern to eastern points, 

On motion, it was agreed that cotton-seed products should 
be exempted from the advance in east-bound rates taking 
effect Dec. 1, 1882, and it should hereafter be dealt with as 
regards rates, in the same manner as cotton or tobacco, 

The meeting then adjourned. 








“Mastodon” Locomotives. 

The large twelvc-wheeled locomotives built for the Central 
Pacific Railroad, which were illustrated in the Railroad 
Gazette of Oct. 20, have aptly been named the ‘‘ Mastodon ” 
locomotive. Mr. Stevens, the General Master Mechanic of 
that line, has just started on an engine considerably larger 
than the one illustrated. The cylinders are to be 20-in. bore 
and 36-in. stroke, with 5-ft. driving wheels. 








ANNUAL REPORTS. 
The following is an index to the aunual reports of railroad 


companies which have been reviewed in previous numbers 
of the present volume of the Railroad Gazette : 


Great Southern 
Minor Railroads. 
Valley 
Topeka & 8S. F.. 
West Point... 
Hanover... 














720 


THE RAILROAD GAZETTE. 


[NOVEMBER 24, 1882 








Kan. City Lawrence & So.Kan.483 








Vicksburg & Meridian .......... 450 

Kentucky Central............+++ 195 V NOME. .cncccceessees 142 

. 42 Virginia& Truckee...  ..... 160 

este 675 Wabash, St L. & Pacifle...! 2'8 

Lake Shore & Mich. So ....271, 279 Western TS ae 7, 675 

Lehigh Coal & Navigation Co..126 Western R. R. Association..... 38 

Lehign Valley.............. 41,100 Western Union Telegraph.... 645 

Litde Rock & Ft. Smith....... 310 West Jersey ...... ....c0.. eee: 622 

7} SR ereereaeee Wilmington & Yorthern. ....... 439 

Louisville, Cin. & Lexington... 54 Worcester & Nashua ......-. 55 

Louisville & Nashville 450, 622,637 Wisconsin Central........ 370 
Louisville, New Alb. & Chi......142 


Savannah, Griffin & North Alabama. 


This company owns a line from Griffin, Ga., to Carrollton, 
63 miles ; it is controlled by the Central, of Georgia. The 
“— is for the year ending Sept. 30. 

he general account is as follows : 








een RGR ERSRSSOMIGTRRAccaRSsAs sedecnecnd $1,010,900 
Sa aie adnan ae Ue eise cchna? ib es athikeiwcenaene seas .  §00,000 
DEE II ini 5c. anviidenadncienes secdceonee 10.548 
eR ean 81,217 
Profit and loss 109,568 
isd Sas Wika iiee cbse gotesiccs gap shauciwaeete $1,712,233 
RS res inti binhne Leman $1,606,663 
RRR ERS EE eS 73,086 
Acveounts and balances .................+5- 5,018 
eet ipheice 4 fea pe a A oe ee ae 27,466 
—-— —- $1,712,233 


The funded debt consists of one issue, first-mortgage bonds, 
bearing 7 per cent., maturing in 1891, and guaranteed by 
the Centra! Railroad Company, of Georgia. 

The earnings for the year were as follows : 








1881-82. 1880-81. Inc.orDec. P.c. 
Pe ro $54,311 $58.716 D. $4,405 7.5 
Passengers. ...........++6+ 24.336 17,827 1. 6,509 36.6 
SEE, on wascvees sakd@emees 2,570 ML. - wavaehnees . 
IE os cua ten aes --$81,217 = $79.113 si. $2,104 2 
PERG vio oc ¢. ocegesctun 73.086 64,128 I. 8958 14.0 
Net earnings........ ... $8,131 $14,985 D. $6,854 45.7 
Gross earn. per mile.... . 1,289 1,25) I. 33 2.7 
Net " ” Pee ee 129 2 D. 109 45.7 
Per cent. of exps... 0 1 I &.9 


The net earnings last year were equivalent to 1.6 per cent. 
on the funded debt. 

The large increase in expenses during the year is ac- 
counted for by expenditures for new rails, completing the 
rock abutments at Chattahoochie River bridge, completion 
of the Carrollton Warehouse during the year, making a 
total for extraordinary expenses of 331,110. 





New York, Lake Erie & Western. 


The following figures from the forthcoming annual report 
for the year ending Sept. 30 have been made public. 
The earnings for the yoar were as follows: 





82. 1880-81. Decrease. P. c. 

ARNIS. oo cicvicccs cata $19,975,774 $20,715,605 $739,831 3.6 

er 13,088,094 13,256,230 168,136 1.é 

Net earnings........ y 680 $7,459,375 $571,645 7.7 

Gross earn. per mile.... 19 584 20,409 825 4.0 

Net : * bien 6,753 7,349 596 8.1 
Per cent. of exps........ 65.5 a aikttaa' 


These are the earnings and net earnings from transporta- 
tion only, not including the outside property, such as ferries, 
transfer lines, ete. The income account is given in condensed 
form as follows: 








2 1881-82. 1880-81 Inc. or Dec. P. c. 
Net earnings............ $1,887,680 $7,459.375 D. $571,695 7.7 
Miscellaneous income .. 780,655 844,306 D. 63,651 7.5 
pe PR $7,668,335 $8,303,681 D. $635,346 7.6 
Interest, rentals and all 
other charges... .... 6,501,693 6,416,263 I. 85,430 13 
Surplus for the year....$1,166,642 $1,887,418 D. 726,776 38.2 


be decrease in earnings accompanied an increase in 
traffic, it is stated. The full figures for the traffic have not 
yet been published. . 
The total freight carried was 11,895,238 tons, against 
11,026,823 tons the previous year, an increase of 808,415 
tons, or 7.3 per cent. The ton-mileage is not given. 





East Tennessee, Virginia & Georgia. 


During the year ending June 30, 1882, this company 
worked lines from Bristol, Tenn., to Meridian, Ala., 502 
miles; from Macon, Ga., to Brunswick, 187 miles, and va- 
rious short branches, making a total of 123 miles; a total of 
902 miles of road. The line from Rome, Ga., to Macon. 
178 miles, and one branch of 12 miles have been completed 
since the close of the year; 28 miles‘more are under con- 
struction. The Memphis & Charleston road, 330 miles, was 
also worked under lease, but its earnings are not included in 
the following statement for the year, presented at the re- 
cent annual meeting. 

No comparisous with the previous year can be made, as 
the company’s system was then in process of formation. 

The earnings for the vear were as follows: 











Earnings ($3,487 per mile) ........ 2.0.0.0... ...ceeceeee $3,145,482 
Expenses (GO,2 POF COU)... 22. e cece cc cccecee ‘concccccs 1,862,022 
Net earnings ($1,423 per mile)........... ........ $1,283,460 
Interest on first-mortgage and income bonds.......... 1,121,400 
Sea TO TD OO i ok cosine. & te rcccidscncsccens $162,060 


There were carried on the company’s lines (excluding the 
Macon & Brunswick Division) 528,403 passengers and 916,- 
000 tons of freight. 

The report states that the entire line has been put in a 
safe condition. Further improvements will be made in re- 
placing iron by steel rails, and wooden by iron bridges. 
During the year 8,700 tons of steel rails were laid, making 
333 miles laid with steel, exclusive of 178 miles of the new 
Cincinnati & Georgia Division, and the extension of the 
Ohio Division, which are all steel. A commodious wharf 
and warehouse have been built at Brunswick, Ga. 

The condition of the country traversed by the road has 
greatly improved during the year. The coal and coke in- 
dustry has increased materially along the line of road, and 
immense returns from the development of mineral resources 
and manufacturing interests are expected in the near future. 

During the year the Shenandoah Valley road was com- 
pleted to a connection with the Norfolk & Western at 
Roanoke, and a tripartite agreement made between the East 
Tennessee, the Shenandoah Valley and the Norfolk & West- 
ern, giving a through line to the East. The North Carolina 
Division was may toa connection with the Western North 
Carolina road May 9, 1882. 

A careful estimate of the gross earnings for the ensuing 
year, including the revenue to be derived from the Cin- 
cinnati & Georgia and the Ohio. divisions, is 4,000,000. 
The Ohio Division will be completed in January to a con- 
nection with the Kentucky Central, giving a direct line to 
Cincinnati. 

The equipment has been increased by about 1,000 cars 
and 80 locomotives. The General Manager states that iz 
spite of this increase the company does not possess sufficient 
equipment to carry the business offered. 


Baltimore & Ohio. 
The lines worked by this company during the year ending 


Sept. 30, 1882, which is covered by the 56th annual report, 


were as follows - 






Miles. 
Main Stem, Baltimore to Wheeling....... eke 379.00 
Camden and Locust Point branches in Baltimore 6.50 
eo, ae ae eee 3.50 
Valley Branch, Harper’s Ferry to Harrisonburg... . 101,00 
Metropolitan Branch, Point of Rocks to Washington..... 43.00 
Alexandria Branch (Wash. City & Point Lookout R, R.)... 12.50 
Somerset & Cambria (from Jan. 23, 1881). ....-......+- 45.00 
Total Main Stem and branches....... ....... ....:: 590.50 
Washington Branch, Relay House to Washington ........ 31. 
Parkersburg Branch, Grafton to Parkersburg............. 105.40 
Central Ohio Division, Bellaire to Columbus............... 138.60 
Lake Erie Division, Newark to Sandusky....... ........+ 116.00 
Chicago Division, Chicago Junction to Chicago............ 263.00 
Wheeling, Pittsburgh & Baltimore R.R 32.00 





‘ewark, Somerst t & Straitsville... ........ .........- 
Pittsburgh Division, 


Cumberland to Pittsburgh ...150.00 
Fayette County Branch....... 1 


Mt. Pleasant Branch.... ...... 10.00 
Garrett to Berlin ............. 8.50 
Rockwood to Somerset.... ... 9.00 
—-=-- 191.50 
MOIS 5c nsa Se i a Oe ee 1,512.00 


There was no change in the mileage during the year. 
Several branches and extensions are in progress in the 
Connellsville and Pittsburgh coke districts, but none are 
yet completed. 

President Garrett’s report, as presented at the annual 
meeting, Nov. 20, says: 

‘* The sinking fund for the payment of the loan of the city 
of Baltimore, which was originally $5,000,000, increased 
during the year $28,779.59, making the payment in ad- 
vance and in reduction of that loan, which will mature in 
1890, $2,425,000 

“On May 5, 1881, the Mayor and City Council of Balti- 
more, in view of the large premium existing on the certifi- 
cates of the city’s indebtedness which would operate, in the 
language of the preamble adopted, as a great hardship on 
the Baltimore & Ohio Railroad Company without a corre- 
sponding advantage to the city of Saliheore., and in con- 
sideration of the large sum accumulated in the sinking fund 
in the possession of the city, practically redeeming, to that 
extent, the loan to thecompany made in 1853, enacted an 
ordivance to take effect when confirmed by the General 
Assembly of Maryland, arranging for the remainder of tbe 
debt to be paid at the maturity of the mortgage in 1890. 

‘** Under this ordinance the loss by the payment of the 
large premium on bonds of the city will cease. The General 
Assembly of Maryland confirmed and ratified this ordinance 
on March 30, 1882. Under it the adjustment of the amount 
in the sinking fund was made on April 1, 1882, namely, 
$2,425,000, leaving $2,575,000, the interest on which at 6 
per cent. continues to be paid quarterly. 

‘*The payments for investments on account of the sinking 
funds, for the redemption of the sterling loans due in 1895, 
1902, 1910 and 1927, during the year amounted to $516,- 
627.41, which at $4.84 per pound sterling make £106,741 4s. 

‘*In accordance with the agreement with the city of Balti- 
more, the seventh annual payment, namely $40,000 of the 
principal of the bond for $1,000,000, given for the purchase 
of the interest of the city in the Pittsburgh & Connellsville 
Railroad Company, has been made, thus reducing this obli- 
gation to $720,000. 

‘The following statement shows the payments made and 
the increments in sinking funds during the fiscal year for 
account of the respective debts: 

Increment of city sinking fund .... ................ 

Increment of sinking funds for the redemption of 
the sterling loans due in 1895, 1902 and 1910 ..... 

Payment on account of the principal of debt to city 
of Baltimore for the purchase of its interest in the 

Pittsburgh & Connellsville Oompany..... 

The Pittsburgh & Connellsville sinking fund ... .... 
The Baltimure & Ohio and Chicago Railroad Com- 

RO SNe DANG, i... caccssdc seascesis Skee 
The Washington City & Point Lookout Railroad 

Company’s sinking fund .............0c00. ceeee eens 


$28,779.59 
468,358.68 


40.000.00 
27,149.50 


48,268.73 
5,155.00 


$617,711.50 
‘* The following shows the aggregate of payments made on 

account of the principal, and the investments for sinking 

funds on account of the debts stated: 

On account of the mortgage loan, redeemable in 
188 


bay $120,500.00 


TE eee Se ee 790,000.00 
On acccunt of the bonds of the Northwestern Vir- 
ginia Railroad Company. for $500,000, indorsed by 
the Baltimore & Ohio Railroad Company, payable 
Psy ecnbases weawdesbereaes buupanhe bs- cone ‘ 
On account of the loan of the city of Baltimore..... 
On account of the sterling loan, redeemable in 1895. 
On account of the sterling loan, redeeinable in 1902. 
On account of the sterling loan, redeemable in 1910. 
On account of the sterling loan for the Baltimore & 
Ohio & Chicago Companies, redeemable in 1927... 
On account of the purchase of the interest of the 
city of Baltimore in the Pittsburgh & Connellsville 
Railroad Compony.........c20:c00. _sescasescgoee 
On account of the sinking fund of the Pittsburgh & 


360,000.00 
2,425,0110,00 
1,414,412.00 
1,753.988.00 

952,209.74 


211,730.35 


280,000.00 


Connellsville Railroad Company.........-.. «+++ 145,044.00 
On account of the sinking fund of the Baltimore, 
Washington & Alexandria Branch of the Washing- 

ton City & Point Lookout Railroad Company...... 38,179.24 

I ia ko iuicatu aa saust lays ada taeteeenelesekteer $8,491,063.33 


‘* Semi-annual dividends of 5 per cent. upon the capital 
stock were paid on Nov. 1, 1881, and May 16, 1882. 

** The profit and loss account shows an increase for the 
past year of $1,648,978.23. It will be seen by this account 
that the surplus fund, which represents invested capital de- 
rived from net earnings, and which is not represented by 
either stock or bonds, now amounts to $43,907,658, 84. 

‘‘The needlessly low and unremunerative rates under 
which a large amount of traffic has been transported by the 
trunk lines during the first nine months of the fiscal year 
again materially reduced the net receipts. 

‘* The increase in the surplus fund for the year ended Sept. 
30, 1881, was $1,697,088.24, whilst for 1882 it has been 
$1,648,978.23, thus showing a comparative decrease of net 
results of $48,060.01. 

‘The exceptional and highly-conservative system of the 
Baltimore & Ohio Company, without precedent in America 
or Europe, by which more tban forty-three millions of dol- 
lars of net earnings, unrepresented by stock or bonds, have 








been invested during a long series of years in great and valu- 
able improvements and extensions in connecting lines, in the 
great iron bridges over the Ohio River, in elevators, wharves, 
piers, docks, terminal facilities, real estate, stations, etc., 
has enabled the company to continue the payment of semi- 
annual dividends of 5 per cent. each on its capital stock, 
which amounts to only $14,783,600, a sum so limited as to 

resent a marked contrast to that of ali competing ‘Trunk 

ines. The capital stock of the New York, Lake Erie & 
Western Railroad is $76,948,100, that of the New York Cen- 
tral & Hudson River Railroad $89,428,300, and that of the 
Pennsylvania Railroad $77,672,750. Theonly effect, there- 
fore, of the extremely low rates injudiciously forced upon it 
during a large portion of the year has been, in consequence of 
this sma]l amountof stock, to reduce its net earnings after the 
payment of cash dividends of 10 percent. to its shareholders 





to 8 90 per cent. on its surplus fund of Sept. 30, 1881. This 
satisfactory condition, under the serious and prolonged com 
petition and unwise action of antagonistic interests for so 
large a portion of the year, again shows that the —_ 
can, whilst continuing to effect excellent results for all hol 
ing investments in its property, maintain a just policy, pro- 
tective alike of the interests of its terminal cities and the 
regions with which it is connected. 

‘* Under the agreement entered into during the current 
year, many of the commissions and rebates paid by some of 
the Trunk Lines have been abolished, embracing payments 
for immigrants, first-class passengers and freights. As the 
agreement requires the total abolition of all such wasteful, 
needless and frequently corrupt expenditures, it is antici- 
pated that, at an early date, the railroad system will be re- 
stored to regular charges, without variation or commissions 
to middle men, 

“The Baltimore & Obio Railroad Company sold to Mr. 
J. S. Barbour, for bimself and his associates, the commen 
and first and second-preferred stock held by itin the Vir- 
ginia Midland Railroad Company. The agreement under 
this sale not only fully protected the trade and interests of 
the city and the traffic of the Baltimore & Ohio Railroad 
Company in connection with the Virginia Midland Railrcad 
Company, but secured arrangements by which business 
from the entire range of states extending to and bordering 
on the Gulf of Mexico will be commanded for this port and 
the lines of the Baltimere & Ohio Company. The railway 
extensions of the parties controlling this system are reported 
to be progressing satisfactorily ; $2,848,.990.28 have been 
paid on acconnt of the principal of this purchase and $88,- 
947.15 for interest thereon up to the close of the fiscal year, 
and the payment of the remainder of the purchase money is 
to be made at early dates.” 











TRAFFIC. 
The statements of traffic in the report are as follows: 
1881-82. 1880-81. Inc. or Dec. P.c., 

Tons through freight, 

East and West......2,043,227 2,014,110 I 29.117 1.4 
Bbls. flour to Baltim.. 607,038 959,568 D. 352,530 36.7 
Bu. wheat = 6,586,814 12,572,332 D. 5,985,518 47.6 
Bu. corn “i 591,719 6,728,287 D. 6,136,568 91.2 
Bu. all grain * 8,343,240 20,329,858 D. 11,986,618 58.9 
Tons lumber “ 95,266 79,003 1. 16,263 20.6 
Ts. live stock carried. 80,284 115,885 D. 35,601 30.7 

Coal tonnage: 

Main Stem, revenue. .2,134,600 1,756,087 I. 378,513 21.6 
- = company. 386,626 424,521 D. 37,895 8.9 
Total Main Stem....2,521,226 2,180,608 I. 340,618 15.6 

Pittsburgh Division..2,447,749 1,980,102 I. 467,647 23.6 

Trans-Ohio lines...... 678,041 378,917 I. 299,124 78.9 
Total coal tonnage..5,647,016 4,539,627 I. 1,107,389 24.4 


Coal tonnage of the Pittsburgh Division includes coke. 
Of the Main Stem coal tonnage 1,671,097 tons were carried 
to Baltimore. 

The report says: ‘‘ The large falling off in the transporta- 
tion of grain, as compared with the preceding year, arose 
from the general deficiency in the crops of the country and 
from the operations of speculators, which caused the prices 
to advance to such figures as largely reduced the exports 
from the United States to Great Britain, France, Germany, 
Belgium, the Netherlands, etc., and caused all the countries 
consuming grain to seek itelsewhere. In addition to the 
supplies heretofore furnished by Russia, Egypt and Hungary, 
India and Australia were enabled, on account of the high 
prices prevailing in America, to export largely to meet the 
requirements of the consumers usually supplied from the 
United States. Under any of the ordinary conditions of 
commerce, in view of the superior and economical arrange- 
ments of the Baltimore & Obio Company for bandling and 
exporting grain, the increase in this traffic must be steady 
and large. These speculatious, so injurious to the country 
and its general business interests, fortunately resulted disas- 
trously to the operators who caused the advance, and held 
the grain for long periods at extreme prices, thus causing a 
cessation of foreign shipments. Their experience, it may be 
hoped, will prevent for many vears similar mischievous and 
injurious speculative overations. 

The results of the coal trade are gratifying; they have 
been realized notwithstanding the most serious and _ pro- 
tracted strike that has occurred in the history of Maryland, 
which caused a cessation of mining and shipments from the 
Cumberland and George’s Creek regions from March 15 to 
Aug. 28. The charges and cost for mining were for many 
years materially in excess of those in the competing regions 
in Pennsylvania and elsewhere, and beyond those deemed 
to be properly remuuerative. The much higher compara- 
tive cost of mining the coals of Maryland and West Vir- 
ginia, which are more readily worked and with less labor 
than the coals of the competing regions, prevented these im- 
portant interests, for a number of years past, from compet- 
ing effectively with similar coalsin other sections. The sys- 
tem which has been organized since the recommencement of 
work will enable these regions to participate in the improve- 
ment of the coal trade of the country, and in view of the 
increased business that can be commanded, will produce 
much better results, not only for the owners of these great 

roperties, but for the miners themselves, for the general 
interests of the communities whose prosperity depends upon 
the activity of this important trade, and for the common- 
wealths in which these properties are situated. 

‘The tonnage of through merchandise East and West 
was: 


Tons. | Tons. 
OE BB Sires bacb60004 435,207 | For 1877......2 sees. 1,647,645 
ae: AR ie ia See 149,4 
ce eer 640,265 Wk cewcaiies 1,425,629 
ot, eer 751,256 0 Baas Dive cvcesee ;980,297 
vee. er SS ii ee 2,014,110 
* 1876 -».1,093,393 Per iacenke reused 3,043,227 


‘“* The passenger earnings exhibit an increase from $1,714,- 
922.16 in the preceding year, $1,379,990.34 in 1880, and 
$1,1'71,038.30 in 1879, to $1,922,401.17.” 


EARNINGS. 


The aggregate earnings, working expenses and net results 
of the Main Stem, including the Winchester & Potomac, the 
Winchester & Strasburg, the Strasburg & Harrisonburg, 
the Metropolitan Branch and the Washington City & Point 
Lookout and the Somerset & Cambria Railroads; of the 
Washington Branch and the Parkersburg Branch railroads; 
the Central Ohio, Lake Erie, Chicago and Pittsburgh Divis- 
ions; the Wheeling, Pittsburgh & Baltimore, and the New- 
ark, Somerset & Straitsville railroads, for the fiscal year 
were: 





Earnings. Expenses. Net earnings. 
Main Stem...... ... $10,556,569.60  $5,983,625.99 $4,572,943,.61 
Washington Branch 354,356.45 133,102.91 221,253.54 
Parkersb’g Branch.. 624,665.30 516,594.43 108,070.87 
Central Ohio Div... 987,401.99 672,469.43 314,932.26 
Lake Erie Div. . .. 940,768.94 706,067 233,701.05 
Chicago Div........ 1,692,006.47 1,245.600.01 446,606.56 
Pittsnurgh Div..... 2,979,789.27 1,437,664.29  1,542,124.98 
Wheeling, Pittsb’h . 
& Baltimore...... 59,380.13 58,229,25 1,150.88 
Newark, Somerset 
& Straitsville..... 188,937.47 175,859.15 13,078.32 
,,. SEreree $18,383,875.72 $10,929,213.65 


$7, 454,662.07 
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A comparison of total results is as follows: 


bs 1881-82. 1880-81. Inc. or Dec. P.c. 
Karnings.............. $18,383.876 $18,463,877 D. $80,001 0.4 
Re. 10,929,214 11,390,479 D. 461,265 4.1 


$7,454,662 
59.44 





Net earnings.... 264 5.4 
Per cent. of exports... 25 ... 

On the Washington Branch only maintenanee and improve- 
ments of road are charged to expenses. Many improve- 
ments were made, the chief being the substitution of stone 
for gravel ballast. : 

The Parkersburg Branch showsa gain of $35,648,75 in 
net earnings, due to a reduction in expenses and the lighter 
renewals required. ‘ sah 

The Pittsburgh Division showed a decrease in expenses 
and a gain of $417,651.60 in net earnings. The interest 
charges were $678,807.40; expenditures for second track, 
$456,374.45; total, $1,135,181.85, leaving a surplus of 
$406,943.13, which has been credited on account of cash 
advances and interest thereon made by the Baltimore & 
Ohio Railroad Company, to the Pittsburgh & Connellsville 
Railroad Company. , 

The large and rapidly growing traffic of the Pittsburgh 
Division, particularly between the Connellsville coke region 
and the city of Pittsburgh, has rendered a second track be- 
tween those points very desirable. During the year 33.3 
miles of this second track have been constructed in a most 
substautial manner with steel rails and stone ballast, requir- 
ing large expenditures for widening cuts and embankments, 
bridges and culverts, and the construction of additional sid- 
ings for local deliveries at mills and manufactories where 
the old sidings were used for the second track. This import- 
ant improvement is still in progress, with the view of com- 
pleting the second track for the entire distance between 
Connellsville and Pittsburgh at an early date. The station- 
house at Rockwood, the junction of the Somerset & Cambria 
road, has been enlarged and improved for the accommoda- 
tion of both freight and passenger traffic, and a commodious 
and substantial brick freight-house has been erected at 
Johnstown. 

The earnings of the Baltimore & Obio & Chicago (the Chi- 


7,073,398 I. 1 
61.69 D. - 


cago Division), were $53,344.92 more than in the previous | da 


year. whilst the expenses increased $60,008.04, showing a 
comparative net decrease of $6,663. 12. 

The interest upon the 5 per cent. sterling loan of £1,600,- 
000 taken for account of these companies amounted during 
the year to $386,837.23 and the taxes to $47,815.49. The 
taxes paid, $47,815.49, being deducted from the net earn- 
ings, $446,406.56, leave $398,591.07, which have been 
credited in the interest account of the Main Stem, in which 
is charged the interest paid for the Baltimore & Ohio & 
Chicago Railroad Companies’ loan of 1927. 

The net earnings of the Chicago Division, of the Wheeling, 
Pittsburgh & Baitimore Railroad and of the Lake Erie Di- 
vision, have been credited tothe accounts for interest of 
those companies. 

The gross earnings of the Central Ohio Division were 
$987,401.99 whilst the net were but $314,932.26, caused by 
the low rates for a ~% portion of the through business 
upon the line for the first nine months of the 1 year. 
Under the lease of the Central Ohio Railroad 35 per cent. of 
the gross earnings are paid annually to that company. The 
loss on this division for the year, under the agreement, was 
$39,658.43, which has been charged in the profit and loss 
account. 

_ A comparison of the net earnings of the various divisions 
is as follows : 


s 3881-82. 1880-81. Inc.orDec. P.c¢ 
Main ea $4,572,944 $4,846,616 D. $273,672 56 
Washington Branch. 221,254 193,533 I. 27,72 14.4 
Parkersburg Branch. 108,071 72,422 I. 35,6449 49 
Central Ohio Div..... 314,932 268 L 664 38.0 
Lake Erie Div....... 234,701 112,374 L. 122,327 109.0 
Chicago Div.......... . 453,070 D. 663 1 
Wh., Pitts. & Balt.... 1.151 1,094 I. 57 5.1 
Newark,Som. Straits. 13,078 41,549 D. 28.471 68.6 
Pittsburgh Div....... 1,542,125 1,124,473 I. 417,652 37.2 


It will be seen that the gain in net earnings came from 
the Pittsburgh Division, with some assistance from the 
Trans-Ohio lines, 


MAIN STEM. 


The earnings of the Main Stem and branches, 590.5 
miles, for three years were as follows : 


1880, 1881. 1882. 
RMR secs. ccs svvcccesdd $11,229,880.61 $11,122,259.56 $10,556,569.90 


Expenses : 
General expenses.......... 
Losses by accidents, etc... 
Ex. of transportation...... 
Repairs of railwa 
Rep. of water stations..... 
Rep. and con. of depots... 
Repairs of bridges....... ‘ 




















Rep. of ciegras lines..... 35 

Rep. of stationary mach... 56 

Watching cuts......... .... 32 

Watching tunnels 72 

Watching bridges wad 21 

Pumping water............ 386 82 

Repairs of locomotives. ... .58 

R-pairs of passenger cars. 236,511.93 

Rep. of bur. cars, inc. con. 

of 1,69) new c’s. in 1880.. 1,359,2°6.04 911,995.82 675,248.49 

Cleaning  Z nes and cars, 64,827.64 $1,557.80 908. 

Con. exps. of mach. dept.. 5,641.63 9,736.57 11,574.48 

SD adiahixatednedeneeen Ne ige 367,017.76 386,298.87 327,305.2 

Preprg.fuel and fil’g ten’s. 19,993.58 21,993.24 20,032.41 
isc skbdsnsasdicsae $6,056,899.85  $6,275.643.71 $5,983,625.90 

Earn, more than exps...... $5,172,980.76 $4,846,615.85  $4,572,063.61 
Per cent. of exps.... . 53.93 56.42 56.68 


It is shown that the earnings of the Main Stem and the 
branches stated, in comparison with the fiscal year 1881, 
have decreased $565,689.96, and the working expenses have 
decreased $292,017.72 making a comparative decrease in 
the net protits of $273,672.24. 

The expenses of keeping the roads and machinery in re- 
pair amounted to $5,983,625.99, being 56.68 per cent. upon 
the earnings, showing an increase of 0.26 per cent. com- 
pared with the previous year, and of 2.75 per cent. com- 
pared with 1 4 


IMPROVEMENTS OF PROPERTY. 


The report says: “All the track of the Main Stem and 
branches east of the Ohio River, with the exception of a 
few miles, is now laid with steel rails, the in cost of 
steel thus continuously substituted tor iron rails has been 
char ed to the repair account as uniformly heretofore. 

he condition of the road-bed, tracks and engines has 
been brought toa high standard. New and splendid sleep- 
ing coaches, — and thoroughfare cars have m con- 
tinuously added, replete with every modern improvement 
and convenience, so that the company now furnishes an 
cosipmens unsurpassed for comfort and elegance. The 
hotels owned by the company are in superior order, and 
continue to be managed with exclusive regard to the advan- 
tage and enjoymentof its guests. Their attractions, com- 
bined with moderate cha: have been greatly appreciated 
by the public, and have aided in obtaining the satisfactory 
increase of revenue from passengers. . 
The accommodations at Deer Park Hotel have been 
about doubled since the season of 1881 by the addition of 





two annexes and the ~e owe of the main building. The 
annexes are separated 125 feet from the main hotel for 
greater security in case of fire. They are 40 by 111 ft. each 
three stories bigh, surrounded with wide piazzas on the first 
floor, and designed in the modern Queen Anne style of 
architecture, and each is covered with a slate roof termi- 
nating with terra-cotta cresting. The two annexes furnish 
114 additional bed-rooms, besides.a drawing-room in each, 
and a ball room 40 by 47 ft. in the west annex, and are 
fitted up with bath-rooms and other necessary fixtures, 
located in a separate building in the rear of each. The 
dining-room in the main building has been extended 30 ft. 
making with the former ordivary, an addition of 30 by 84 
ft. nearly double its former size, and all other needed 
structures have been added. A complete laundry worked 
by steam power, has also been constructed on the premises, 
with the latest most improved machinery, baving sufficient 
capacity to do all the laundry work for the company’s 
summer resorts. A new stable with accommodations for 
150 horses has been built. The stable is distant from the 
hotel over 200 yards, and by reason of the wooded slope 
which intervenes, is entirely out of sight of the hotel. The 
centre building is 36 by 102 ft., and contains harness and 
carriage room with hay lofts, and sleeping rooms for coach- 
—_ on the second floor. The two wings are 50 by 79 ft. 
each. 

‘“* The hotel at Oakland has also been enlarged, doubling 
its former capacity by the addition of the east wing and an 
extension uf the west wing 34 ft., making the total front 
821 ft. The dining-room has been lengthened 25 ft. and a 
new dining-room for children has been formed in the exten- 
sion. The new wing contains the parlor, 33 by 41 ft., anda 
ball-room in the rear 33 by 54 ft., besides 82 bed-rooms. 
The kitchen department has likewise been enlarged and 
greatly improved. Numerous newroads and drives in the 
beautiful and interesting country adjacent to these moun- 
tain hotels have been constructed and the old ones have been 
much improved. The policy of the company has becn during 
the past season, and will continue to be, to reserve abundant 
accommodations for travelers passing between the East and 
West who desire to remain at these hotels only for a few 


ys. 

‘*The great economy, comfort and facility with which 
these summer mountain homes can be reached from Wash- 
ington, Baitimore, Philadelphia, Wheeling, Pittsburgh, Col- 
umbus, Chillicothe, Chicago, Cincinnati, Louisville and St. 
Louis, as weli as from other Eastern and Western cities and 
sections, will continue to secure large and increasing travel. 

“‘The company purchased 220 acres of land upon the 
beautiful Youghioghbeny River, at a distance of three miles 
from Deer Park. A dam has been constructed, forming a 
large lake. Its excellent waters, issuing from springs 2,600 
ft. above tide, will be used during the winter for the purpose 
of securing ice, not only for the hotels in the vicinity, but 
for the supply of the passenger trains and the hotels between 
the Patapsco and the VUhio. Suitable ice houses have been 
built on its borders. Lake Youghiogheny can be enjoyed 
by the guests at the hotels during the summer for boating 
and fishing, and it.adds a very attractive feature to the new 
drive between Deer Park and Oakland. 

‘“* Attention is invited to the increase of plant and im- 
provements made during the year; 29 engines were built at 
the company’s works at Monte Clare, namely, 19 of the 
largest class for freight service, and known as the Consoli- 
dation, each weighing 51 tons, with cylinders 20 by 24 in., 
50-in. driving wheels, 8 drivers connected, with a 2-wheel 
pony track; 9 for passenger service, each weighing 90,050 


_ | lbs., with cylinders 19 by 24 in., with 4 drivers of 69 in. 


each in diameter; and one for switchio 
ng 67,050 lbs.. with cylinders 17 by in., and with 4 
drivers of 50 in. each in diameter. Of the number con- 
structed, 18 engines, costing $174,411.11, have been 
charged to rolling power, and 11, costing $95,314.27, which 
replace that number withdrawn use their capacity and 
patterns were not adapted to the present requirements of 
the service, have heen charged to the repair account; 1,173 
cars have been built and rebuilt at Mount Clare and other 
shops of the company, and 48 cars have been purchased. 
The cars thus built and rebuilt include 22 8-wheeled passen- 

er, 54 ft. 8!¢ in. long, with large windows and double 

linds, finished in the- interior with solid mahogany and 
bronze trimmings, decorated with oak head linings re- 
movable in sections, and furnished with three double-burner 
bronze lamps; 5 cars for the postal service with 6-wheeled 
trucks; 5 baggage, 51 ft. 81¢ in. long, with standard trucks 
and all modern conveniences; 714 gondola, 403 hopper gon- 
dola, 228 side dump, 208 house, 11 caboose, 9 flat bottom, 
4 stock and 8 dump cars. All the freight cars built have a 
capacity of 40,000 lbs., being nearly double that of the 
cars formerly used in the service. Ofthis aggregate of 
1,666 cars, 1,173 being new and additional plant, and ccst- 
ing $727,715.49, have been charged to rolling power; 493 
cars were built to replace that number worn out, and their 
cost, $139.507.65, has been charged to the repair ac count; 
150 house cars have been fitted with air brakes, and arranged 
with ventilation for the transportation of perishable freights: 
1,058 cars have received thorough repairs, and 389 have 
been painted. The cost of these improvements and repairs, 
$181,841.63, has been charged tothe repair account. The 


purposes, weigh- 


32 | tixed policy of the Baltimore & Ohio Company is to con- 


tinue to add large and effective facilities, by which its in- 
creasing business, and the commerce of the port of Balti- 
more, can be thoroughly accommodated and promoted. 


EXPRESS, TELEGRAPH, SLEEPING AND PARLOR CAR ORGANI- 
ZATION. 


‘The Baltimore & Ohio Company has continued to act 
upon the ——_ of abolishing middle men, and organiza- 
tions in the transaction of its business for the public. It has, 
with great advantage to all interests, maintained an abso- 
lutely independent system for express work upon its own 
and connecting lines. It placed in operation, under 
Congressional authority, an independent telegraph system, 
by which it not only transacts its own railroad work, but 
transmits messages upon its lines and over the systems of 
connecting roads for the public. It has very successfully 
and satisfactorily ado an independent system of palace 
and sleeping cars, worked completely by its own officers. It 
has also introduced the system at Baltimore and Washing- 
ton of receiving and delivering the ba of travelers upon 
its lines and designs extending it at its terminal points. 
Its plans are to arrange for the co-operation of all connect- 
ing railways so that they can participate in the services for 
the public and in all the advantages connected with the 
Telegraph, Express and Bleeping and Parlor Car organiza- 
tions. Thus, whiist preventin monopoly. the country is 
served through a series of reliable and effective companies 
which give the best service and at moderate and reasonable 
charges. These systems, onenses by this company, have 
proven of great interest to railway managers generally, and 
it is anticipated that at no distant day the railway compa- 
nies will become the msible nee of all such ser- 
vices over their lines, which cannot fail to promote the use- 
fulness of railways as well as the interests of the public. 


THE BALTIMORE & OHIO RAILROAD EMPLOYES’ RELIEF 
ASSOCIATION. 


‘* The anticipation of the beneficial results to accrue from 





the Baltimore & Ohio Employés’ Relief Association and its 





influence in increusing the efficiency of the service, an: 
nounced in porte reports, are being fully realized, while 
its financial condition indicates an increased usefulness in 
the future. During the past year it has greatly extended 
its operations and membership, which now embraces fully 
85 per cent. of the company’s employés. Since its inaugura- 
tion, in May, 1880, 28,703 policies have been issued and 
$348,839.84 disbursed for benefits to members, of which 
sum $184,910.77 were expended during the fiscal year just 
ended. While the influence of this large disbursement, dis- 
tributed in 15,952 payments over our extensive system, bas 
been potential in preventing want and suffering and in ex- 
ercising a beneficial influence upon the morale of the ser- 
vice, a close supervision has been exercised by the Associa- 
tion over the sanitary condition of the company’s lines, and 
through the distribution of appropriate remedies for pre- 
venting or checking disease, the health of the force, and 
consequently its effectiveness, has been maintained at an 
unusually high standard. 

** During the past year two new features have been added 
to the original organization of this association, Through 
their agency each employé of the company is offered all the 
advantages of a savings bank operated solely in the interest 
of its depositors, yet under the guarantee of this company 
for the fulfillment of all obligations, and the means of ac- 
quiring a home at net cost, upon long time, and in such 
small installments as will not exceed a fair rental for the 
property acquired. It is hoped by these means to encour- 
age in our employés habits of prudence, economy and thrift, 
aud while promoting their material welfare, to give the ser- 
vice the advantage of labor permanently located upon and 
identified with the road. 

The operations of the Association early assumed such 
magnitude, and, through the incorporation of the savings 
and building features, became so diversified that it was 
found desirable to give it a distinct legal status. Accord- 
ingly a special act of incorporation was at the last 
session of the Legislature of Maryland, under which the ob- 
jects of the Association are defined to be to extend relief in 

se of sickness, injury, old age and death, to the employés 
of the Baltimore, Ohio Railroad Company and their fam- 
ilies, and also to the employés of such other railroad com- 
panies as this Association may permit to participate in its 
benefits, and to the families of such employés: to receive 
deposits on interest from said employés and their wives, 
and to loan them money at lawful rates of interest, in order 
to provide them with, or to improve homesteads, and, gen- 
erally, to promote their welfare. 

“Tt is believed the usefulness of the Association will through 
these new features, be very materially enhanced. 


DEEPENING THE CHANNEL TO THE PORT OF BALTIMORE. 


“The work of deepening the channel to the port of Balti- 
more to 27 ft. at mean low water has progressed satisfac- 
torily. Under the contract with the American Dredging 
Co., which was mentioned in the last annual report, 1,000,- 
000 cubic yards have been removed. Another contract has 
been made with the National Dredging Co. for the removal 
of 2,500,000 cubic yards from the Fort McHenry, Brewer- 
ton and Craighill channels, and three dredges are now at 
work. Of the $900,000 stated in the last annual report as 
the estimate of the Engineer in charge, Colonel Craighill, as 
necessary for the completion of the work, $450,000 were ap- 

ropriated by Congress by Act approved Aug. 2, 1882, 
River and Harbor Bill. The argument made in the last an- 
nual report in favor of the early completion of this work 
receives additional force this year, on account of the large 
expenditure already made and the economy of an early 
reaiization of the fruits of that expenditure, to which may 
be added the rapid growth of the commerce of Baltimore. 
It is expected Congress will promptly appropriate the re- 
maining $450,000 required to complete this work, so im- 
portant, in its economic bearings, to the consumers and pro- 
ducers of, 37 states and territories which so largely use 
Baltimore as their best port for foreign trade. 


CHESAPEAKE & DELAWARE CANAL. 


‘¢ The River and Harbor Bill of Aug. 2, 1882, appropriates 
$10,000 to complete the surveys of a ship canal to connect 
the Chesapeake and Delaware bays. The Secretary of War 
is directed to report to Congress which of the various ruutes 
surveyed will afford the greatest protection in case of war, 
and the greatest facilities to commerce by cheapening the 
cost of transportation from the city of Baltimore to the 
Atlantic Ocean, together with the cost of said improvement 
and its approaches, and the annual cost of maintaining and 
operating said canal when constructed. This work is now 

nerally recognized as of great national importance, and 
ene by its instruction to the Secretary of War, has 
indicated its appreciation of its value, not only from a com- 
mercial standpoint, but as a measure for national defense in 
case of war. No work now before the country will be so 
far reaching in its effects. Directly or indirectly, all the 
grain-producing regions are interested, and the products and 
manufactures of thres-fourths of the states in the union 
will be benefited by the construction of this canal. 

BALTIMORE & OHIO CENTRAL BUILDING. 


‘‘ Since the last annual report work upon the building for 
the company’s offices has progressed with great rapidity and 
is now nearly completed, It is seven stories, including two 
in the mansard roof, in height. The walls are faced with the 
finest pressed brick laid in dark mortar, trimmed with Cheat 
River bluestone from quarries on the line of the company. 
The first story is faced with finely-cut Woodstock (Md.) 

ranite, also from quarries on the company’s line. The 

uilding is fire-proof throughout and has been constructed in 
the most solid and substantial manner. It is fitted up with 
all the latest improvements and conveniences for the trans- 
action of business and ready intercommunication of the 
officers who will occupy it; such as safe and y eleva- 
tors, electric annunciators and calls, pneumatic tubes and 
message dropsupon each floor. Itis thoroughly heated by hot 
water from two large boilers in the cellar, and every room ef- 
fectually ventilated by large flues connected with a ventilating 
shaft heated by the smoke from the boilers. Two large and 
powerful steam pumps supply water to iron tanks in the high- 
est of the roof for the elevators and water supply of the 
building, from which it is distributed to each floor with hose 
cocks and attachments in the central hall. The elevators are 
operated by hydraulic power, and are provided with the 
latest improved safety attachments. The express, ticket 
and tel ph offices will occupy the greater part of the 
ground floo and have been appropriately fitted up. The 
second floor will be occupied by the offices of the President, 
Vice-Presidents and Treasurer, and has been finished in ma- 
hogany with plate glass partitions, as bas also the directors’ 
room located on the third floor. The remainder of the build- 
ing has been finished in ash and cherry, with glass partitions 
between the various offices. Thc entrance vestibule walls 
are lined with marble of several colors, arranged in panels 
with pilasters having carved caps and bases. All the floors 
of the halls and corridors are tiled with marble, and the 
main staircasc, which is of iron, is finished in bronze. 

FINAL, 

“The board express with pleasure their continued appre- 
ciation of the cuseeuttal mavagement of the business of the 
company through the faithfulness and efficiency of the 
officers and employes in all departments of the service. 
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EDITORIAL ANNOUNCEMENTS. 


Addresses.— Business letters should be addressed and drafts 
made payable to Tok RarLRoaD GazETTE. Communica- 
tions for the attention of the Editors should be addressed 
EprtoR RAILROAD GAZETTE. 


Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take place 
under their observation, such as changes in railroad offi- 
cers, organizations and changes of companies, the letting, 

rogress and completion of contracts for new works or 
important improvements of old ones, iments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement. Discussions of subject 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
pecially annual reports, some notice of all of which will 
be published 


Advertisements.—-We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
uMNS We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consi interesting and important fo 
our readers. Those who wish to reeommend their inren- 
tions, machinery, supplies, financial schemes, etc., to our 
readers can do so fully in our advertising columns, out it 
is useless to ask usto recommend them editorially, either 
for money or in consideration of advertising patronage. 














THE CANADA SOUTHERN LEASE, 


The lease of the Canada Southern Railway to 
the Michigan Central, it is understood, has been 
fully agreed upon by the directors of the two com- 
panies, but it must be submitted to a stockholder’s 
meeting of the Canada Southern Company to be held 
in St. Thomas. Nov. 30. Nothing could better illus- 
trate the little influence that shareholders have in our 
American railroad companies than the practical exe- 
cution of this important contract, which entirely rev- 
olutionizes the position of one of these companies and 
greatly affects the other, not only without consulting 
the stockholders of either company, but even without 
making known to them the terms of the contract; 
and nothing could better show how completely share- 
holders have become accustomed to being so ignored 
than the fact that they take this as a matterof course. 
The laws of Canada require that a lease shall be sub- 
mitted to a shareholder’s meeting, and in accordance 
with this requirement a meeting has been called, 
and the stockholders have been asked for proxies that 
may be voted to approve an agreement entered into 
with the Michigan Central Company, but no intima- 
tion whatever of the terms of the agreement is given 
to the stockholder whose proxy is sought; for aught 
he may know, it gives the entire profit of his company 
away for a term of years. Yet so accustomed are 
American shareholders to this summary way of treat- 
ing their interests that they very generally have for- 
warded their proxies without asking any questions 
though we believe that a few of them have mildly in- 
timated that they would like to know something about 
the agreement before voting in favor of it. 

This is not by any means a singular instance in 
American railroad practice, and the case is doubtless 
one in which there was more than usual security 
that no great injustice would be done to either com- 
pany. In the first place, there is every reason to 
believe that by the union of the two roads their 
aggregate profits will be materially increased. The 
Great Western has heretofore received more than 
half of the through traffic of the Michigan Central, 
and, from its position, could contribute comparatively 
little to it, as the traffic was given to it at one end by 
the New York Central and at the other end by the 
Michigan Central. If this traffic interchanged 
between the New York Central and the Michi- 
gan Central should all be directed over the 
Canada Southern, the Great Western could with- 
draw comparatively little from the Michigan Central— 
more perhaps than is generally supposed, because its 
Canadian interchanges with the Michigan Central 
have been considerahle,and these could be made almost 
entirely over the Grand Trunk west of Detroit. At 
all events, the gains of the Canadian Southern by 
getting all the Michigan Central traffic are likely to 
be much greater than the losses of the Michigan Cen- 
tral by a diversion from it of the traffic which the 
Great Western actually commands, and which in its 
present position as a part of the Grand Trunk system 
will in any event naturally be given, so far as possi- 
ble, to the Grand Trunk. Thus there being a gain to 





nies by the union, it is very improbable that the lease 
should be made on terms that should make the posi- 
tion of either worse than it has been. The fact that | 
the directors probably own a majority of the stock in 


= | both companies would be a sufficient guarantee that 


they would do what they thought best for them, but 
for the fact that the same men hold (at least are sup- 
posed to hold) a controlling interest in both companies. 
It may be so much larger in one than the other that 
they might gain most by a contract which would be 
unduly favorable to one company, or it may be so 
large and so divided that they would be comparatively 
indifferent to the terms of the lease, gaining as much 
in one company as they lost in the other. 

In this case it so happens that there are directors in 
each company who have little or no interest in the 
other, and so it has been possible to conduct the nego- 
tiations as only they can be conducted properly, by 
persons on each side whose interests are wholly with 
the company for which they negotiate. These per- 
sons, to be sure, did not have a controlling voice, but 
their position made them so evidently the proper 
representatives of those who were stockholders in 
only one company that we may be sure that great 
attention was given to their views. If terms were 
made which they or any of them decidedly disap- 
proved they could make a great deal of trouble. In 
the Canada Southern board there is a representative 
of the Dutch stockholders, holding a large interest, 
and anxious solely to make that company as prosper- 
ous as possible; in the Michigan Central are directors 
who are similarly interested in that company, and 
anxious to improve its profits. It has so happened, 
therefore,that probably the interests of the shareholders 
of both companies have been looked out for ; but it re- 
mains true that the shareholders have had no oppor- 
tunity to criticise the contract—which is always de- 
sirable—and that they will be perfectly in the dark in 
accepting it. 

There were some things to be considered in making 
this lease which do not always arise in such negotia- 
tions. All the additional profit to be made by the 
arrangement (nearly) must be made on the Canada 
Southern ; but all the traffic out of which it will be 
made will be contributed by the Michigan Central. 
The shareholders of the latter company might say 
that the Canada Southern was entitled to none of the 
additional profits secured by the lease, because they 
would be made from business contributed by the 
Michigan Central ; the Canada Southern shareholders 
might claim all the profits, because they would be 
made on their road. But the Michigan Central could 
rightfully say that it would not give the traffic unless 
it should be given in returna share of the profits on 
it, the more so because it will doubtless lose some 
Great Western traffic if it sends everything by the 
Canada Southern between Detroit and Niagara rivers. 

And a further basis of negotiations and limit to the 
terms asked and received were the terms which the 
two companies could make with other companies. It 
is too commonly supposed that the companies (espe- 
cially the Canada Southern) are necessarily parts of 
the same line; that they have substantially no use 
except in-connection with each other. Yet noone can 
doubt that the Michigan Central could make a con- 
tract with the Grand Trunk fora long term of years 
with complete guarantee of its fulfillment, independ- 
ence in making rates, etc., and probably even for 
working its own traffic over it in its own trains, on 
excellent terms. It may be said that Mr. Vanderbilt 
would not permit such a contract to be made, but Mr. 
Vanderbilt must let the Michigan Central do what is, 
all things considered, best for itself, and if he prevents 
a good bargain with the Grand Trunk, he must offer 
something equally favorable in connection with the 
Canada Southern, or the Michigan Central shareholders 
should know the reason why. It is true that among the 
‘*all things considered” is the very important consider- 
ation of the relations of the Michigan Central with 
the New York Central, and it would doubtless be 
wise to reject an arrangement with the Grand 
Trunk, in itself favorable, if it should endanger the 
interchanges with the New York Central, or which 
the Michigan Central depends chiefly for its west- 
bound through traffic. 

Neither is the Canada Southern entirely dependent 
upon the Michigan Central. It has a line from De- 
troit and Toledo on the west, to Suspension Bridge and 
Buffalo on the east, and it unites other great systems 
of railroads east and west of its termini besides the 
Vanderbilt roads. Does any one suppose that the great 
capitalists who control or are largely interested in the 
Delaware, Lackawanna & Western east of Buffalo, and 
the great Wabash system west of Toledo and Detroit, 
would not give a dollar or two for a line which con- 








nects the two systems perfectly, is just long enough 


be made in the aggregate profits of the two compa- | and not too long, and is, perhaps, the best line in the 
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United States for carrying through traffic cheaply ? 
Could not the Erie make pretty good use of the Can- 
ada Southern? Now we may imagine the Dutch 
stockhclders of the Canada Southern saying to Mr. 
Vanderbilt, ‘‘ If you will not allow us to make a good 
bargain with any of these roads east and west of us, 
you mst do as well by us with your own roads.” Again, 
we must remember, the possession of better connections 
than any others, the possibility of making the Canada 
Southern suffer by breaking off its relations with the 
Michigan Central and the New York Central, would 
have to be considered ; but a proposition to purchase 
or lease, with sufficient guarantees, might be made ; 
and the Canada Southern shareholders have the right 
to insist that they shall have terms from the Michigan 
Central which, all things considered, will be as favor- 
able as terms that could be secured from other com- 
panies or individuals. We may be pretty sure that 
the representatives of the Dutch shareholders at least 
have insisted on this; and there was the less reason 
for refusing them such terms because the Canada 
Southern is probably worth more to the Michigan 
Central and the New York Central than to any one 
else. 

We say this having no positive knowledge of the 
terms of lease agreed upon, which will probably not 
be made public until the Canada Southern meeting 
Nov. 30. We understand that the negotiations before 
the final agreement were for a division of the net earn- 
ings in certain definite proportions, and that the Can- 
ada Southern demanded 35 per cent. and the Michigan 
Central was inclined to offer only 30 per cent. Whether 
the agreement was finally made on this general basis 
even, we cannot-say, but presume that it was, and 
that the Canada oe share of the net earnings 
will be somewheré bétween the 35 per cent. asked 
and the 80 per cent. offered. This is all pure supposi- 
tion on our part, based on the statement that the 
negotiations were for a division of net earnings. The 
Canada Southern will have considerable improvements 
to make, and doubtless the lease provides that it shall 
make them; but in spite of the addition of fixed 
charges so incurred we should say that it will gain 
greatly by the arrangement, and that it is safer for it 
than an arrangement which would make its profits 


dependent solely on the traffic over its own 
lines. It is excellently situated for carrying 
through traffic cheaply, and when there is 


plenty of itand rates are maintained it may do ex- 
tremely well; but its local traffic is insignificant, and 
if the through traffic is unprofitable (as throughout 
the last half of 1881) its net earnings become very 
small. If the lease provides for a division of the net 
earnings, as we have assumed, it will share the bene- 
fits of the great and growing local traffic of the Michi- 
gan Central. In years of such through traffic and 
rates as 1880, the Canada Southern might earn much 
more than it would receive under the lease, and in 
years like 1881 much less, and this would be a fair ar- 
rangement. A very large increase of the earnings of 
the Canada Southern may be expected by uniting the 
two roads-—perhaps as much as 50 per cent.—and the 
increase in expenses should not be in proportion, so 
that we should expect the profits made on it hereafter 
to be always materially greater than they have been 
heretofore. How much of this increase it will get and 
how much the Michigan Central, of course we cannot 
estimate until we know the terms of the lease. 


AUTOMATIC FREIGHT-CAR COUPLERS. 

Considering the apparent simplicity of the mechani- 
cal act to be performed by an automatic freight-car 
coupler, it is remarkable that none of the thousands 
which have been patented have ever had merit enough 
to secure general adoption, especially as the problem 
seems to bea very attractive one for inventors, so 
much so that there is a constant weekly accession to 
the number of new coupler patents. An immense 
amount of ingenuity has been expended in the 
attempts to devise a mechanism which would accom- 
plish what must now be done with great risk to life 
and limb by railroad employés. Links, latches and 
levers without end have been combined in ways innu- 
merable, and yet at this time if railroad managers or 
master car-builders were asked which is the best of all 
the devices proposed, probably not one out of fifty of 
them would have an answer ready at hand. To con- 
trive some kind of mcchenism which will connect or 
link cars together Wic2 se.c draw-bars are brought 
into contact with each other seems to be a very simple 
problem, yet the incidental difficulties are not easy to 
provide for. The chief of these, probably, is the fact 
that coupling gear of any kind must couple with gear 
of every other kind. If all that was required was sim- 
ply to make couplers which will work satisfactorily 
with others like them, then the task would be compara 
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tively easy, but cars are somewhat like human beings: 
some of them are set adrift in the world and have little 
care taken of them. They must get on the best way 
they can with every variety and condition of their 
kind. The human being who must make his own 
way has the advantage over a car, that there is a 
system of regulations which control, in a great 
measure, his relations with the other members of 
the human race. These regulations have grown up 
and have adapted themselves to the needs of man- 
kind. The sociology of cars, however, is a science 
which is in its early infancy, and has not yet been 
weaned. The consequence is that there are hardly 
any regulations governing the relation of one car to 
another, or compelling one te conform to the require- 
ments of the others. It is true that a rule was 
adopted some years ago which recommended that all 
well-behaved cars should have the centres of their 
draw-bars 2 ft. 9 in. above the top of the rails. There 
is, though, no penalty attached to those which do not 
conform to this rule, and many there be whose draw- 
bars are more or Jess than the specified height. 
Reference has often been made in these columns to 
the diversity in the form and proportions of dead- 
blocks, and the attachments on the ends of cars. These 
vary in kind, size and form, so much so that there is 
great difficulty in getting a coupler which will work 
satisfactorily with one kind of car to operate with 
equal success with another. In fact, inventors of 
couplers are now obliged to attempt a solution of a 


problem in which there is one undetermined 
element which almost invariably defeats or 
nullities their efforts. It seems then as 


though the solution of the question must come 
by approaching the problem from the opposite side. 
That is, instead of making a self-coupler which will 
suit existing cars, what needs to be done is to make 
cars which will suit some kind of coupler. There is, 
for other reasons, need of agreement among railroad 
companies in the matter of constructing the ends of 
cars, so as to make them alike and at the same time 
give every possible safeguard to the men who must 
couple them. The Master Car-Builders’ Association, 
it is true, recommended at its Philadelphia meeting a 
standard form and proportions for dead-blocks, but 
the recommendation has not yet been generally 
adopted. It would not be too late to revise that ac- 
tion, and to adopt dead-blocks to suit some self- 
coupler, if one could be found which in this way 
could be made to fulfill the necessary requirements. 
The report of the Committee on Automatie Draw- 
bars made to the Executive Committee of the Master 
Car-Builders’ Association will be found in another 
column. It will be seen from this that the former 
Committee recommends five different kinds of draw- 
bars for trial. It is proposed that each of these should 
be put in use on some road, and that they should thus 
be tested by actual use and experience. This will 
prepare the way for more definite action in the 


future. It is doubtful, though, whether this 
will lead to the evolution of the best self- 
coupler, or, what is perhaps equally im- 


portant, the best arrangement of car for a self- 
coupler. If, for a time, the ingenuity of inventors 
could be directed to, and exercised in, devising cars 
for couplers instead of couplers for cars, it might aid 
materially in accomplishing what has so long been 
sought. As the solution of the problem seems to de- 
mand an adaptation of the one to the other, it isa 
little doubtful though whether the kind of ability 
required is that of mere mechanical ingenuity. Al- 
though it is true that invention is due to the exercise 
of the reasoning faculties by a mind which hasa ready 
apprehension of mechanical elements, functions and 
relations, yet the area, so to speak, in which the ordi- 
nary inventor exercises his peculiar ability is very 
limited. Any one who has employed his mind much 
in abstruse mental processes soon learns its limita- 
tions in dealing with complicated or multifarious rela- 
tions. This is illustrated in mathematics. As long as 
we have calculations involving simple addition, sub- 
traction, multiplication and division, the ordinary 
mind has little trouble in apprehending the relations 
of things ; but when we come to deal with squares 
and cubes, with two unknown quantities, or with 
quantities whose value is dependent upon that of other 
variables, then the processes require much more train- 
ing to use correctly. 

Now, the ordinary inventor of car-couplers is a man 
who is skilled, and has a natural adaptation in the use 
of.the arithmetic of invention. Some have advanced 
as faras the elements of the algebra of it, but the 
problem of car-couplers is one which involves certain 
unknown quantities, one of which is a function of the 
other. In other words, it is in a stage which requires 
the use of the calculus of invention to solve it. The 
coupler must be adapted toa car and a car devised 


for a coupler, and each will be subject to modifica- 
tions by the other. 

Mechanical problems often get into this stage. The 
form of rails and wheel flanges is also in pressing need 
of solution by some such method. 

It must not be lost sight of, either, that it is not in- 
vention alone that is required. The mere designing 
of a car and a coupler, even though they were each 
the best possible, would probably leave the whole 
difficulty as far removed from the remedy as it now 
is. The car and the coupler must not only be de- 
signed for each other, but their merits must be so 
presented as to secure their general adoption by rail- 
road companies. In other words, it is not a matter of 
invention or adaptation alone—although that step 
must be the first one—but after that it is a matter of 
such combined action as will induce railroad com- 
panies generally to use what has been evolved by the 
methods indicated. 

It has been proposed, and the fact has been men- 
tioned in these columns before, to organize a joint- 
stock company for the purpose of employing the best 
available ability to investigate the whole question 
thoroughly, and thus indicate what is demanded. 
When this is known it is proposed to buy up all the 
patents which are essential to control all couplers and 
cars which would fulfill the ascertained requirements, 
and then by the power and influence of the company 
to secure the general introduction of the appliances 
which the company had determined to be the best. If 
a company of this kind were skillfully organized, and 
could secure the services of a competent person to do 
the work of what may be called mechanical evolution, 
it could probably exercise such an influence as would 
compel the general adoption of the appliances which 
its investigations had shown to be the best. The work 
to be done would be that of extended mechanical re- 
search, made through the instrumentality of a cor- 
poration, and then the bringing of the results of these 
investigations in such an angle of vision to railroad 
companies, the public and state legislatures that the 
correctness of the conclusions would be recognized 
and the appliances recommended adopted. Of course 
a corrupt use might be made of the influence of such 
a corporation, but without this it would seem possible 
for it to accomplish a great deal. It would be a kind 
of missionary society, first to ascertain what is the 
true inwardness of car-couplers, then to convince 
benighted railroad officers of the soundness of its 
mechanical gospel. 


THE ST. PAUL RAILROAD WAR. 


Again we haveto chronicle one of those peculiar 
and disgraceful features of American railroad admin- 
istration, a railroad war. The controversies which 
have arisen between the roads forming lines from Chi- 
cago to St. Paul and Minneapolis, and which last 
week had resulted in the sacrifice of all the profits on 
the passenger traffic from St. Paul and Minneapolis to 
the East, which was not a very important matter, even 
for the roads directly concerned, this week have 
ruined the east-bound freight traffic also; and instead 
of a sacrifice of the profits on the passenger traffic, as 
last week, the roads have a large and positive loss on 
every passenger carried, and instead of being confined 
to the St. Paul and Minneapolis business, the war is 
extended to all points west of the Mississippi 
where the Chicago, Milwaukee & St. Paul and 
the Chicago, St. Paul, Minneapolis & Omaha 
meet—a number of places, in Minnesota 
chiefly, from St. Paul on the northeast to Sioux City 
on the southwest. Moreover, there is great danger 
that the through passenger traffic of the four. lines 
now opened between Chicago and Omaha will be 
ruined by this railroad war, and with it most of 
the local passenger traffic of three of these roads 
entirely across Iowa; and it is not entirely certain 
that the freight traffic also of the roads in the Iowa 
Trunk Lines Association will not be affected; and 
if so, then, to some extent, the business of the roads 
in the Southwestern Association, from Chicago and 
St. Louis to Kansas City, etc., will be injured. 

Thus a disagreement between two or three roads at 
St. Paul and Minneapolis—places whose aggregate 
population is less than 100,000—may deprive several 
thousands of miles of other railroads, extending as 
far south as St. Louis and Kansas City, of their 
reasonable profits. 

The motive announced for this destructive move- 
ment seems altogether inadequate. The Rock Island 
Company obtaining an indirect, but efficient line to 
Minneapolis by its control of the Burlington, Cedar 
Rapids & Northern, which it controls, and an alliance 
with the Minneapolis & St. Louis, which some of the 
Rock Island directors purchased on their own ac- 
count.a few months ago, appeared as a competitor for 














the traffic of St. Paul and Minneapolis, and the two 





lines which formerly had the whole of this traffic 
began negotiations for the division of this traffic. As 
is usual in such cases, they could not agree; the new 
line wanted more than the old lines were willing to 
give it. There was then some agreement as to the 
maintenance of rates (which can rarely be enforced 
when there is no division of traffic), and the new line 
finally agreed to maintain rates, but reserved the 
privilege of paying commissions for selling tickets, 
which is usually but an indirect way of selling tickets 
below regular rates. The new line being the longer 
by 30 per cent., and unable to command an equal 
share of the travel at full rates, its passengers were 
largely secured by paying commissions to agents, and 
this commission was advanced from $3 to $5, and 
finally to $7.50 on a $12.50 ticket. The result, of 
course, was that the agents allowed part of their large 
commission to their customers, and that the new line 
took a larger share of the travel. 

Meanwhile complaint was made against the Chicago, 
Milwaukee & St. Paul that it virtually avoided the 
agreement to maintain rates from Minneapolis and 
other Minnesota points, by making a through rate on 
wheat consigned to interior milling points, and for- 
warded thence as flour, lower than the rate on wheat 
to Minneapolis, plus the rates on flour from 
Minneapolis. This is a policy which has been much 
practiced by lines wishing to underbid regular rates 
secretly. It is one of the tricks of the trade, but 
rather threadbare now, and almost sure to be detected 
before it has been practiced long. It is intended to 
break a through shipment, which is subject to agreed 
rates or conditions, into two local shipments, concern- 
ing which no agreement exists. There seem to have 
been no serious negotiations concerning this matter. 
The complaints were preferred, we believe, not by the 
Minneapolis & St. Louis, which is the Rock Island's 
St. Paul connection, but by the St. Paul & 
Omaha, which is the Northwestern’s connection. 
It is a notable fact, however, that the 
Northwestern did not complain, or at least 
did not consider this grievance a matter worth 
fighting about. The St. Paul & Omaha, it must 
be remembered, has precisely the same interests as the , 
Northwestern in the St. Paul and Minneapolis traffic. 
It is for its interests that the Minneapolis & St. Louis 
should have as little as possible of the St. Paul and Min- 
neapolis traffic, in order that it may itself have as 
large a one as possible. But the President of the St. 
Paul & Omaha is also the purchaser of the Minneap- 
olis & St. Louis, and of the thirteen directors of the 
St. Paul & Omaha, six arealso directors of the Rock 
Island and four directors of the Minneapolis & St. 
Louis, including the President, and also the original 
purchaser and the original seller of the latter com- 
pany. That is, substantially the same persons control 
the policy of two rival routes. As directors of the St. 
Paul & Omaha, they should see that the Minneapolis 
& St. Louis should get as littleas possible of the Min- 
neapolis and St. Paul traffic; as directors of the Minne- 
apolis & St. Louis, they should see that it gets as much 
as possible. 

One report attributes the hostility of the St. Paul & 
Omaha to the Milwaukee & St. Paul to the latter’s 
‘*invasion of its territory” by constructing new lines 
and branches. There has been undoubtedly much of 
this kind of aggression, but not by the Milwaukee & 
St. Paulalone. The systems of this company, the 
Chicago & Northwestern and the St. Paul & Omaha, 
so interlace that they must interfere with each other 
at many places, and they could not be completed 
rationally without constructing competing lines close 
to each other—economically considered a pure waste 
of capital; but unless the several companies can come 
to a permanent agreement, or be satisfied to own and 
use ‘the same lines in common (which would seem at 
once reasonable and practicable), some such construc 
tions are indispensible to the proper development 
of the several systems. There is no such duplica- 
tion of a St. Paul & Omaha line by the 
Milwaukee & St. Paul as there is of the North- 
western’s line in the James River Valley, but the 
Northwestern has never even threatened to make it a 
fighting matter. And, in fact, all the present diffi- 
culties have their origin in the ‘‘ invasion” by the Rock 
Island of the territory north of the Northwestern’s 
Omaha line. As railroads are constructed in this 
country, these things have to be endured, and it is 
very difficult to see how they can be cured by a rail- 
road war. 

It does seem, however, that the systems of these 
three Northwestern companies might be more ration- 
ally adjusted, with less danger of interference and 
greater economy of operation, by an exchange of some 
lines and branches, such as the Northern Pacific and 
the Manitoba companies have just made. This, how- 
ever, certainly will not be effected by a railroad war 
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but can only be brought about by long and cool-headed 
negotiation. 

Passenger rates by the old lines were reduced large- 
ly last week to meet the rates caused by the large 
commissions paid by the Minneapolis & St. Louis 
route, but after the complaint against the Milwaukee 
& St. Paul, the St. Paul & Omaha gave the requisite 
notice of the dissolution of the compact between the 
two roads for the division of the freight shipped from 
St. Paul and Minneapolis and maintenance of rates. 
The St. Paul & Omaha alone controls the east-bound 
rates and agreements of the line made by it and the 
Chicago & Northwestern from St. Paul to Chicago 
and Milwaukee, while the Northwestern manages the 
west-bound business. The latter, therefore, becomes 
an unwilling party to the fight, accepting such rates 
as the St. Paul & Omaha may please to make. 

Monday, the net fare from St. Paul to Chicago was 
reduced to 50 cents, the distance being from 410 to 530 
miles, and at the same time the freight rate was re- 
duced one-half. Similar reductions were made to 
other crossing points of the St. Paul & Omaha and the 
Milwaukee & St. Paul roads, whose systems interlace 
in Southwestern Minnesota, Northwestern Iowa and 
Southeastern Dakota. The importance of the traffic 
directly affected is doubtless greatly exaggerated by 

the public, but at St. Pauland Minneapolis it is really 
large, though but a small fraction of the total traffic 
of the larger contending roads. The cuts at points 
southwest of St. Paul will doubtless affect local 
rates at some other points, but most of these 
competitive points have but a small traffic, and 
especially a very small passenger traffic eastward. 
But the contest comes at a time when it may affect 
an unusually large amount of the east-bound freight. 
The farmers have their wheat mostly on hand and 
they will probably not neglect an opportunity to for- 
ward it when the cost of carrying to Chicago is re- 
duced five to eight cents a bushel. That is, during 
the struggle, while they are carrying for cost or 
less, they will carry an unusually large proportion of 
the crop, if the farmers can be induced to sell their 
grain at an advance of five cents or so per bushel. 
Lumber shipments wil) also probably be unusually 
large, but on these the reduction (so far) is not so 
great, and the rate was low and unsettled before the 
war broke out on other business, and the lumber ship- 
ments to the points affected are not carried to the 
same extent by all the contending roads, being chiefly 
by the lines and part of lines west of the Mississippi. 

Generally, it may be said that a railroad war in the 
West never is so serious a matter to the contending 
parties, as a trunk-line war, because a very much 
smaller proportion of their traffic is through and 
affected by the war. There are less than 1,500 miles 
of railroad in the three lines that extend from Chicago 
and St. Paul, and on at least two-thirds of the Rock 
Island route the St. Paul traffic can be only an in- 
significant proportion of the whole, and on the other 
lines it cannot be a very great proportion. The Chi- 
cago-St. Paul line is but about one-eleventh of the 
enormous mileage of the Milwaukee & St. Paul, and 
not one-eighth of the Northwestern’s. It is true that 
some traffic on other lines is affected by the war, but 
itis a very small proportion of the whole, so long as the 
contest is confined to east-bound business and does not 
affect freight on the lines between Chicago and Council 
Bluffs, asat the present writing it does not. 

But the shock to the credit of the roads is infinitely 
out of proportion to the damage sustained or probable, 
and this may bea serious matter to the companies 
themselves as well as to holders of their securities. 
Most of them have recently been engaged in construct- 
ing large additions to their systems, to pay for which 
they must dispose of shares or bonds; they still have 
some work incomplete and doubtless unpaid for. A 
long conflict might so injure the market for their se- 
curities that they would be unable to meet their en- 
gagements without considerable sacrifices. 

But even if they have all fully provided the capital 
they will need at present, and the contest will not 
seriously impair their profits, the temporary effect on 
the prices of their securities is to many of their 
holders—the people for whom the _ officers 
of these railroad companies are trustees—a great 
calamity, and to someit is ruinous. So long as rail- 
road securities are subject to such great fluctuations 
at the whim of two or three disagreeing officials, so 
long will they be discredited, so long will it be unsafe 
for any but the greatest capitalists to invest in them, 
and so long will it require much more than the pre- 
vailing rate of interest to make a fair remuneration 
for the risks run by the investors. Were railroad 

shares unexposed to the risks of railroad wars, as they 
might be and ought to be, they would be a popular and 
safe investment for all classes of the people, and would 
be largely held by farmers even and small capitalists, 





with the result that the community at large would 
look upon railroads as one of its interests, deserving 
protection as much as any other, and whose prosperity 
would be regarded as a matter for public congrat- 
ulation, as much as the prosperity of the farmers or 
manufacturers. 

It has been freely charged that this conflict, doing 
immense temporary damage to many interests and 
permanent damage to some, including the credit of all 
American railroads, is really due not to the grievances 
which are publicly alleged as cause, but to the private 
interests of individual railroad managers. It is said 
that certain persons wish to buy shares of their own 
companies cheap, and that therefore they are tempo- 
rarily injuring their value with the intention of com- 
pelling the owners to sell at alow price. It is with 
some reluctance that we refer to this report, for it 
alleges a crime against property in comparison with 
which highway robbery is a virtue. We would not 
believe such a thing possible but for the fact that there 
is reason to think that it is a crime which has more 
than once been practiced by men who have afterwards 
been able, not only to escape the penitentiary, but to 
hold their heads erect among the honorable in the 
land. 

What shall be said of the man, who, accepting the 
management of a property in trust for its owners, de- 
liberately reduces its profits in order to compel or 
induce its owners to sell it? Where such things are 
possible morals must be at a low ebb; that they should 
be believed possible of any prominent business man 
should be a mortal affront, and is of itself evidence of 
a low condition of public morals. It is a charge 
which in its nature is incapable of proof; but it is 
readily believed by many when such ac.s as the begin- 
ning of a railroad war cannot otherwise be easily 
accounted for, It should therefore be one more reason, 
and a powerful one, why no railroad manager should 
lightly precipitate a railroad war; why he should in- 
deed never engage in one without setting forth clearly 
the grave disasters to his company which he expects 
to obviate thereby, or the great advantages which 


he will gain. A railroad war is too much of a 
public concern, it involves the interests of too 


many innocent persons, it causes the destruction of 
too much property and credit to be entered into without 
considering other interests than those of the single 
corporation for which the aggressive manager acts. 
It is like shooting into a crowd to hit an assailant, 
hard to excuse under any circumstances. If the 
maxim of the law, ‘‘so use your property as not to in- 
jure other people’s,” were strictly enforced, it would 
wholly put an end to such wars. When we have fully 
learned to adjust our legislation and judicial proceed- 
ings to the circumstances of the times, doubtless a 
railroad war will be prohibited as much as murder for 
revenge ; corporations will be forced to find some 
method of settling their differences which will not 
cause so great injury to other interests than those of 
the disagreeing parties. But meanwhile, they are 


likely to serve as a pretext for the most in- 
jurious legislation. A legislature may well say, 
We do not propose anything which will do 


you so much injury as you do yourselves; we make no 
such reductions of rates as your managers make; we 
may not be, as you say, competent to manage compli- 
cated railroad interests; but we will do nothing so ab- 
surd as arailroad war. And it will not be easy to 
answer. Moreover, the shareholders whose interests 
have been sacrificed by the managers appointed to pro- 
tect them (although sacrificed in an effort to protect 
them possibly) will some day surely reinforce the de- 
mand of the customers of railroads for more regula- 
tions by law; and the shareholders will be perfectly 
right, but the legislation that will result, in the pres- 
ent stage of public knowledge concerning railroad ad- 
ministration, is likely to be all wrong, and to be at- 
tended with other legislation in answer to other de- 
mands which will be highly oppressive and unju:t to 
the proper conduct of railroad business. These are not 
imaginary dangers, but real, threatening, and feared by 
the best informed railroad men. Every railroad war 
brings them nearer. 





ENGLISH EXPERTS ON THE NEW YORK, PENN- 
SYLVANIA & OHIO. 


There has been almost always a controversy among 
the English security-holders of the New York, Penn- 
sylvania & Ohio and its predecessor, the Atlantic & 
Great Western, concerning the management. Mr. 
James McHenry, the original promoter of the road, 
we believe, who is constantly having something pub- 
lished concerning the company, has insisted that the 
road is very valuable property, and that its misfor- 
tunes have been due to temporary disadvantages, 
easily removed by a new loan or the securing 








of equipment at high rents through a rolling 


I 
stock 


company, or that they were owing to 
incapable or dishonest management. The first 
reorganization in 1871, after four years under 
a receiver, was substantially arranged by him. The 
second reorganization, in 1880, after six years operation 
by a receiver, was begun by him, but was finally 
executed under different and not entirely friendly 
managers, and with important modifications of the 
McHenry plan, which provided for larger fixed 
charges. Under the reorganization of 1874 the con- 
trol of the road has been in ‘‘voting trustees,” who are 
representatives of the bondholders, and who apparently 
pay no regard whatever to Mr. McHenry’s wishes. He 
has found much fault with them, and finally a meet- 
ing was held, at which it was decided to send two 
leading English railroad managers to inspect the prop- 
erty and report upon its condition, management and 
prospects, and the policy which should be adopted 
concerning it. 

The persons engaged for this work were Mr. James 
Allport, Chairman of the Midland Railway Company, 
perhaps as eminent as any railroad manager in the 
kingdom, and Mr. Samuel Swarbrick, also an active 
railroad officer. These gentlemen visited this country 
last summer and studied the road, and on the 2d of 
this month they submitted their report, a long docu- 


ment fortified with tables and a map, in 
which they discuss with some detail, and 
often with great intelligence, the career of 


the company and the position of its road in the 
American railroad system, its condition and the rea- 
son of its inability to make returns on the enormous 
nominal capital represented by its stocks and bonds. 
The intelligence shown in appreciating the position of 
the company, however, seems to failthem in making 
recommendations as to its future policy. Not that 
what they would have done as to its relations to other 
roads is not in itself desirable, but that the company, 
as the report itself clearly shows, is utterly unable to 
command the terms which it says should be insisted 
upon. 

One of the first clauses in the report gives the clew 
to the failure of the company: as early as 1867, when 
first a receiver was appointed, the capital reported as 
‘*expended” amounted to about $156,000 a mile, for a 
single-track road, with very light equipment, and no 
valuable terminal buildings or grounds, which could 
even in that time of high prices been reproduced for 
one-fourth of the money. This original sin of an ex- 
aggerated capital account was made worse by the reor- 
ganization of 1871, which increased the capital from 
about $59,000,000 to $93,000,000, and still failed to pro- 
vide sufficient equipment or other adequate facilities 
for conducting the traffic of the road, but gave the 
company possession of a large amount of the stock of 
another railroad, which was made the basis of another 
loan. 

By the second reorganization, the capital was in- 
creased by giving bonds for the unpaid interest as 
well as the principal of the old bonds, and the property 
which had not been able to earn any interest on 60 
millions of bonds was saddled with a debt of 8713 
millions; in the addition, however, 8 millions repre- 
sented cash which was used to make the road fcr the 
first time a tolerably efficient carrier, with an 
equipment of itsown. This reorganization provided 
that part of the interest accruing should be 
funded into bonds, and as the road cannot pay the in- 
terest the funded debt goes on increasing every year, 
and down to the end of June last it had reached the 
sum of $89,000,000, against which is owned 42314 miles 
of road—$210,250 per mile, on a property which could 
probably be replaced to-day for forty or fifty thousand 
dollars a mile, to say nothing of the 45 millions of 
capital stock—at the rate of $106,470 per mile. 

Fortunately, under the last reorganization this 
gigantic debt was made comparatively innocuous. 
Payment of only the interest on the $8,000,000 of prior 
lien bonds is obligatory; the first-mortgage bonds 
receive their interest in cash if earned, otherwise in 
interest warrants which are convertible into bonds, 
and the control of the road is vested in represen- 
tatives of the bondholders on conditions that make 
it probable that they will maintain control until 1895, 
when the holders of the first-mortgage bonds may 
foreclose if their 7 per cent. interest is not all paid 
in cash. 

The inspectors report that they found the road gen- 
erally in good condition; they.make some recom- 
mendations as to improvements, etc., and more as to 
modifications of its administration, chiefly as to the 
method of making purchases, the banking and paying 
of money received, the audit (recommending an inde- 
pendent audit on the English plan, in addition to the 
company’s audit by its Auditor, which is commended), 
the provision of a working capital, and the personnel 





of the administration both in this country and 
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Europe. An interesting part of the report is a discus- 
sion of the position of the company in relation to other 
companies, which sets forth the different lines with 
which the New York, Pennsylvania & Ohio competes, 
and those with which it hasor might have connection; 
but that which is most important to the shareholders 
is its recommendations as to the future policy of 
the company—whether it shall remain independent or 
make arrangements to become a permanent part of 
the Erie or some other line between the East and the 
West. In discussing this the report shews the hollow- 
ness of the claim that the road commands a heavy 
traffic which originates on its line; it favors a union 
onsome terms with some other road, naming par- 
ticularly the Erie, as it well might, as it is the only 
company which can make good use of the New York, 
Pennsylvania & Ohio. The general terms of a lease or 
agreement for which provision should be made it then 
states in some detail, as follows: 

_ “1. For your having equal rights with the Erie Company 
in any lines that they are now or may become interested in 
at Cincinnati, Indianapolis, St. Louis, Chicago, or other 
places in the West. f 

**2. That the two linesshould_be considered as integral 
portions of the same system, and you should participate in 
the receipts according to your actual mileage. — 

“3. That as respects any traffic of the Erie Company 
with places or by routes competitive with you, you shouid 
participate in their receipts. : 

‘4. That if absolute fusion of capital or revenue is not 
found possible, the caarge to you for working your line 
should not exceed the average cost of working the Erie 
Company, the principles upon which such cost shall be as- 
certained to be defined in the agreement. 

“5. The agreement to be for a long term, and should con- 
tain ample provision for the examination of all books, ac- 
counts, papers, etc., by duly appointed officers of each com- 
pany. ¥ 

"6. Neither company to enter into any agreement with 
apy other company or companies which shal] be considered 
injurious to the joint interests without the consent of the 
other.” 


That men who had so thoroughly understood and 
explained the weakness of the New York, Pennsyl- 
vania & Ohio should think it possible for it to secure 
the advantages which the first and third clauses above 
would give, seems astonishing. On this side of the 
Atlantic it is usual for considerations to exist on both 
sides of a contract; here, it is proposed that the Erie 
shall give the New York, Pennsylvania & Ohio great 
advantages for absolutely nothing, for that company 
has substantially nothing to give. It will take 
something more than the “practical railway 
man of standing and ability,’ whom the in- 
spectors would put at the head of the New York, 
Pennsylvania & Ohio to negotiate such an agreement 
with the Erie; and a more likely way to bring it 
about, we imagine, would be to replace the sagacious 
lawyer who is at the head of the Erie by a “ practical 
railway man” who may be willing to give something 
for nothing. 

If a satisfactory agreement cannot be made with the 
Erie, Messrs. Allport and Swarbrick recommend 
that the company should remain independent, but 
endeavor to extend its relations -with compa- 
nies other than the Erie, while preserving its relations 
with that company, endeavoring ultimately to become 
an essential part of a through line. The report had 
already shown that substantially the only available 
connection now is the Erie. It may be said now, how- 
ever, that the extension of the New York Central’s 
connection with the Reading (the Jersey Shore & 
Pine Creek road) westward to the Clearfield 
coal region, which is now under way, will 
bring the Reading so much nearer to Salamanca as 
to lessen the expense of a connection between these two 
roads, by which a line to Philadelphia and New York 
could be made. In the *‘ general conclusions” the re- 
port says that in case permanent arrangement can not 
be made with the Erie ‘‘we would not recommend you 
to continue in a relation with the Erie Company, 
which makes your line only one of their alternative 
routes, and subjects you to all the disadvantages of 
that position.” Under the contract with the Erie and 
the Chicago & Atlantic the New York, Pennsylvania 
& Ohio must continue to interchange traffic with the 
Erie, tothe extent of that going to and from the Chi- 
cago & Atlantic, whatever other routes the Erie may 
have; and as there is no prospect of making a more 
favorable arrangement with any other company, it 
would seem wise for the New York, Pennsylvania & 
Ohio to maintain the connection it has, lest it have 
none. 

A word may be said as to the recommendation of 
the report that the control of the company both in Eu- 
rope and America should be intrusted to ‘ practical 
railway men of standing and ability.” This doubtless 
as an intimation that Mr. Adams, the President of the 
company for a year past, and Mr. Charles Lewis and 


the Rev. J. Lockington Bates, of the voting 
trustees, have not done all that might 
have been done for the company. Doubt- 


less railroad experience and knowledge are the 
things most needed in the administration of a rail- 


road; but it seems somewhat ungracious to intimate 
that Mr. Adams should be replaced. Mr. Adams has 
been for many years the attorney of the company, 
and was intimately associated with Mr. Devereux, the 
late Receiver. -He accepted the presidency in an 
emergency, expecting to put itinto other hands in a 
few weeks. ‘‘A practical railway man of standing and 
ability” was selected to take his place before he had 
been in office a month; that the change was not made 
was due, we imagine, to a feeling that it might not be 
acceptable to the English bondholders; but if it had 
been made, it is extremely doubtful if any man could 
have done better for the company. than Mr. Adams 
has done, 

As for the voting trustees they have certainly strug- 
gled vigorously and successfully when the great diffi- 
culties of the company had to be dealt with ; and now 
their duties should not necessarily be much more than 
to select a. proper President and board of directors—a 
work which everywhere is committed to the owners of 
railroads without the intervention of railroad experts. 
They are not to administrate, but to select the admin- 
istration and protect the bondholders’ interests. 

One of the best features of the report as issued in 
pamphlet form to the stock and bondholders is a map 
attached, showing the New York, Pennsylvania & 
Ohio in its relations to other railroad systems, all the 
Vanderbilt lines being shown in one color, the Penn- 
sylvania lines in another, and the Erie, the Baltimore 
& Ohio, the Reading, the Delaware, Lackawanna & 
Western, etv., being similarly distinguished, though 
both the Canada Southern and the Great Western lines 
between the Detroit and Niagara rivers are singularly 
omitted. If the population of the towns on this map 
had been expressed, nothing could have shown 
more clearly the weakness of the road_ re- 
ported upon—except perhaps the figures for traffic, 
rates, gross and net earnings since September. 1871, 
also given in tables as appendices to the report. That 
a road running at an angle of 45 degrees with the pre- 
vailing direction of traffic, beginning at no traffic cen- 
tre and ending at none, and controlling con- 
nections with none except Cleveland, should 
not be able to take a commanding position 
among trunk-line railroads, seems _ self-evident 
on this side of the ocean, and we _ have 
never knwon any railroad man in America regard it 
otherwise than as condemned by its position to a very 
inferior position, at least so long as it has not financial 
support sufficient to secure in its own interest connec- 
tions with the great traffic centres. Considering its 
financial weakness it seems a decided triumph that by 
the contract with the Chicago & Atlantic it has at last 
secured a permanent connection both with Chicago on 
the west and New York on the east; is made forever a 
link in a trunk line between New York and Chicago, 
and a line over which all the Chicago & Atlantic’s 
traffic must pass. To have effected such an arrange- 
ment without any money and with the minimum of 
credit seems to us an achievement which does great 
credit to the management by which it was attained. 








New Lines to Pittsburgh. 


The Baltimore & Ohio is likely soon to secure a share of 
the heavy traffic from Pittsburgh to the West, which until 
recently was wholly in the possession of the Pennsylvania, 
but which the Pittsburgh & Lake Erie has had a share of 
since 1878. The latter road was builtin the joint interest 
of the Lake Shore and the Atlantic & Great Western, and 
has proved a most successful enterprise, its gross earnings 
in 1881 having been $14,8CO per mile, its net earnings 
$6,145, and its surplus over interest charges $4,145, or 
$14.28 per share of stock. This company, however, had to 
build only 68 miles of road in order to complete a iine 134 
miles long from Pittsburgh to Cleveland, enabling it not 
only to share the great ore, coke and iron traffic between 
these two places, but also in the traffic between Pittsburgh 
and the Western points, as Toledo, Detroit, Chicago and 
Milwaukee, reached through the Lake Shore, and the South- 
western points, as Cincinnati, Indianapolis, Terre Haute, 
Louisville and St, Louis, reached through the New York, 
Pennsylvania & Ohio. The other half of the line was fur- 
nished by the latter company’s Cleveland & Mahoning 
road. 

The Baltimore & Ohio had great difliculty in reaching 
Pittsburgh from the east, which it did finally by the Pitts- 
burgh & Connellsville road. Until recently this road did 
not earn interest on its cost, and in the Baltimore & Ohio re- 
port for 1881 the Pittsburgh & Connellsville Company ap- 
pears as debtor for $4,000,000 of advances. Butits earnings 
have doubled since 1876 and have increased more than 50 per 
cent. since 1879, due doubtless chiefly to the revival of the 
iron industry and especially to the wonderful growth of the 
coke industry, the chief seat of which is on the westera part 
‘6f the Pittsburgh & Connellsville road, though the coke 
country is now penetrated almost everywhere by branches 
of the Pennsylvania, and this year important parts of it will 
be reached by roads built in the Vanderbilt interest south- 
ward from Pittsburgh. 

It was the original intention to make the-Chicago line. of 
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the Baltimore & Ohio an extension of the line to Pittsburgh. 
But Chicago could be reached by building a shorter line, the 
whole of which, however, could be used as a part of 
Pittsburgh line, should it be thought best to complete it to 
that place. Buta line from Chicago to Baltimore by way’ 
of Pittsburgh, though somewhat shorter than the one now’ 
worked, would have the disadvantage of the heavy grades: 
of the Pittsburgh & Connellsville road. At that time, too,. 
the coke traffic between Pittsburgh and the West was com 
paratively unimportant. 

The connection of the Chicago Division with Pittsburgh: 
by extending it east and south has not been abandoned. A 
large part of it will be supplied by the Pittsburgh & Western,, 
for some time in operation from Pittsburgh northward 45. 
miles; but the Baltimore & Ohio’s first outlet from Pittsburgh: 
to the West will be supplied by the Pittsburgh Southern,, — 
which it bas recently acquired, and which, in connection 
with an old branch of the Baltimore & Ohio, completes a. 
road 68 miles long from Pittsburgh southwest to Wheeling, 
whence the route is quite direct to'Columbus and Chicago. 
From Pittsburgh to Chicago by this route, however, will be 
528 miles, against 468 by the Fort Wayne and 490 by the 
Pittsburgh & Lake Erie and the Lake Shore. 

But it is perhaps more important for the Baltimore & Ohio 
to get a share of the traffic from Pittsburgh to such places 
as Cincinnati, Indianapolis, Louisville and St. Louis than to 
make a Pittsburgh-Chicago line. Todo this it needs to con- 
nect its Central Ohio line (from Wheeling to Columbus) with 
its Marietta & Cincinnati line. It could do this by making 
a line from Wheeling southwest down the Ohio to Marietta, 
or at any place further west as far as Columbus. It is re- 
ported that it will be done by building a line from Columbus 
southwest to the Marietta & Cincinnati at Vienna, which is 
within 57 miles of Cincinnati. This will make a line from 
Pittsburgh to Cincinnati, Louisville and St. Louis about as 
short as the Pennsylvania. There is an enormous traffic in- 
terchanged between Pittsburgh and these places, but sub- 
stantially all the coal goes by river, and though it is un- 
navigabie more than half of the year, it probably has con- 
siderable effect on the rates obtainable for the other heavy 
freights which Pittsburgh ships. 

Doubtless it is easy to exaggerate the value of the traffic 
which the Baltimore & Ohio. may gain or the Pennsylvania 
lose by the cpening of a new route from Pittsburgh to the 
West. The opening and great success of the Pittsburgh & 
Lake Erie have scarcely made a ripple, and in fact most 
people probably are not now aware that there is more than 
one route between Pittsburgh and Chicago. No one can get 
the advantage that the Pennsylvania gets out of Pittsburgh 
traffic unless it takes its east-bound freight to the seaboard 
through Pittsburgh, as the Pennsylvauia does. In this way 
the empty grain and live-stock cars going west may be 
loaded there with coal, coke, pig-iron and the like, and so 
the cost is little more than if none of this freight were taken. 
But the Lake Shore and the New York, Pennsylvania & 
Ohio must take their empty cars from the east a long dis- 
tance out of the way, in order to reach Pittsburgh, and so 
will the Baltimore & Ohio with all cars arriving from the 
Ohio Valley cities; while if it takes its Chicago freight that 
way (after the extension of the Chicago Division east and 
south to Pittsburgh) it must carry it in small trains over the 
steep grades of the Pittsburgh Division. It may, however, 
send its loaded cars cast by way of Wheeling, and only take 
the empties west over the Pittsburgh Division to Pittsburgh. 
If they are only to be loaded with coal or coke, they need 
not go to Pittsburgh, but only to the vicinity of Connells- 
ville, whence a direct line to Wheeling (utilizing the old 
branch from Wheeling to Washington, Pa.) is under con- 
struction, which will shorten somewhat this route from Chi- 
cago to Baltimore via Wheeling. This new line from Con- 
nellsville to Washington will be about 45 miles long, and 
wil] make the distance from Baltimore to Wheeling about. 
362 miles, against 393 by the present route, and reduce the 
distance between Baltimore and Chicago by the same 
amount, or to 822 miles (against 800 by the Pennsylvania). 
That the Chicago traffic, or an important part of it, will be 
taken this way is indicated by a report that the Connells- 
ville-Wasbington cut-off is graded for a double-track road— 
which is a somewhat remarkable fact (if it is a fact), as the 
line is a single-track road still both east of Connellsville and 
west of Wheeling. 

With these lines, and good connections with the various 
works, mines and coke ovens, the Baltimore & Ohio should 
be able to obtain a very considerable amount of the traffic 
of Pittsburgh.and the adjacent coal and coke districts with 
the West. 

At the same time there is a prospect that Pittsburgh will 
have another route to the East. There is good reason to be- 
lieve that Mr. Vanderbilt has taken hold of the old South 
Penosylvania project, to extend from Harrisburg 
southwest and thence westward some distance south of the 
Pennsylvania Railroad to the Monongahela south of Pitts- 
burgh, where it will join the line up the Monongahela from 
Pittsburgh already well under way inthe Vanderbilt inter- 
est. East of Harrisburg the Reading will extend the line ; 
west of Pittsburgh, the Pittsburgh & Lake Erie. The line 
from Harrisburg to Pittsburgh will be very crooked, but so 
is the Pennsylvania. It probably could not secure anything 
like the amount of traffic that the Pennsylvania enjoys, but 
with one-fifth of the earnings of the main line of that road 
probably it could earn interest on the cost of a single-track 
road. For some 60 miles west of Harrisburg the route is 
generally within 12 to 15 miles of the Pennsylvania, but 
much of the way separated from it by mountains. Thence 
nearly to Pittsburgh it is 20 to 35 miles south of that road. 
For the heavy local traffic of Pennsylvania they will not in- 
terfere with each other much except where branches of the 
Pennsylvania are crossed. The road is not such a 
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formidable undertaking as might be supposed; the 
route is laid down on the map, it appears to be 
only about 240 miles long from Harrisburg to Pitts- 
burgh, and about 30 or 35 miles of the Pittsburgh end 
will be supplied by the Vanderbilt road now under construc- 
tion up the Monongahela and, Youghiogheny. The Pennsylva- 
nia’s line from Harrisburg to Pittsburgh is 249 miles long. In 
a country where we build a thousand miles of road a month, 
the construction of 210 miles more, even in mountainous 
Pennsylvania, can hardly be considered a formicable under- 
taking,and as it will complete a new line from New York and 
Philadeiphia to Pittsburgh, without requiring the purchase of 
very expensive city property for terminal grounds, and will 
largely benefit existing railroads, there is no lack of induce. 
ments to build it. What local traffic it may secure we do 
not know, but it will probably not be very great, as the 
Pennsylvania has been in the habit of putting branches 
pretty nearly everywhere in Pennsylvania where it thought 
they would be supported. 

We do not understand that this enterprise is to be pushed 
to completion immediately, but that its construction is de- 
termined upon; and that there is a serious intention may be 
judged by the fact that Mr. Robert H. Sayre, late Engineer 
and Superintendent of the Lehigh Valley road, has been en- 
gaged as President of the South Pennsylvania Company. 








Foreign Railroad Notes. 


The Austrian Railroad Club which consists of railroad 
employes, and at its opening for the season last month 
had 739 active and 53 subscribing members, directs a railroad 
school in Vienna, to the expense of which nearly all the 
Austrian railroads contribute. There will be classes in pvlit- 
ical economy, traffic geography, statistics, and the study 
of merchandise, bookkeeping and the technology of railroads, 
held between 5and 7 p. m., four days in the week. 





Austria is to have an electric railroad. The Southern 
Railroad Company has obtained a charter for one from 
Médling by way of Klausen to the Vorderbriihl, which it is 
intended to extend eventually to the Hinterbriihl. It will 
be of metre gauge, 1% miles long, and equipped with at 
least three passenger cars, with seats for 18 each, and an 
electrical machine for the transmission of power. At Néd- 
ling there will be two electrical generators driven by a 40 
horse-power steam engine. The road is to be opened by the 
middie of July next. 





Engineman Scheelk when running past Munketoft, in 
Germany, saw a child standiog on the track and evidently 
waiting for the train. Not being able to stop the train, he 
gave the fireman charge of the engine, ran out to the buffer, 
and hanging to it with one hand with the other seized 
the child and threw it off the track. The management of the 
Altona & Kiel Railroad sent him a complimentary letter and 
a giftof money, and the government awarded him a life- 
saving medal. Nearly every year we hear of sucha case of 
rescuing a child’s life in this country, but we are sorry to 
say that we have never heard of any honors or rewards of 
any kind being given the rescuer. 


On the 16th of October an international railroad confer- 
ence was held at Berne, Switzerland, for the purpose of fur- 
thering such uniformity of roads and rolling sto:k as will 
make possible a more complete interchunge of cars among 
the different countries of central Europe. For Germany, 
Austria-Hungary, Holland, Belgium, Roumania, and some 
of the Polish roads this is already attained through the Ger- 
man Railroad Union; at the conference France, Switzerland 
Italy, Germany and Austria-Hungary were represented. 
The opening of the Gotthard Railroad makes it desirable 
that cars should run through between Italy and Germany 
across Switzerland, and the approaching completion of the 
Arlberg Railroad will make interchanges between Austria 
and Switzerland almost necessary. 





Here is an instance of Austrian railroad regulation; A 
company proposed to accommodate a number of wealthy 
people living along its line by changing a second-class com- 
partment in one of its cars into a first-class, and placing it 
at the disposal of these people without change from the 
second-class rate, making it a sort of private compartment 
for the use of a special company. The Ministry of Trade 
held this to be a case of undue discrimination, and re fused 
to approve the arrangement unless the road should permit 
every purchaser of agiven number of second-class tickets to 
ride first-class. If the requirement were that every company 
of an equal pumber should have the same privilege as the 
one for which the arrangement was made, there could be no 
objection to it. But the case is an illustration of the dispo- 
sition of European states to avoid any appearance even of 
violating the principle of equality—further evidence that 
the French revolution has revolutionized Austria even. 





To enable Austria to hold Bosnia, a railroad was built in 
1879 from Brod, on the Danube, southward 118 miles to 
Zenica, which has just been extended southeastward 49 
miles to Serajevo, on the way towards a connection with 
the Turkish line southeast to the A®gean at Salonica, the 
gap now being about 200 miles from Serajevo to Mitro- 
vitza. All who have visited Bosnia are enthusiastic over its 
resources in magnificent forests, fertile land and valuable 
minerals, but so far it has not developed much traffic. On the 
line from Brod to Zenica, which has been worked now for 
three years, in 1880 the gross earnings were but $1,575 per 
mile, and in 1881 $1,350, and of these earnings one-fourth 
in 1880, and one-fifth in 1881 were from military traffic. 
Meanwhile the expenses were 1814 per cent. more than the 
gross earnings in 1880; for 1881 they are not yet published. 


Austria has another road built chiefly for military pur- 
poses, the financial results of which are even worse. The 
Bosnian experience indicates that there is no such obstacle 
to the development of a country full of natural resources as 
its occupation by an unprogressive people. 





Last September a wooden bridge over the Drave, in Hun- 
gary, broke down under a passenger train, and the engine, 
tender and six cars fell into the stream, while aseventh hung 
over and from the bridge. In two of the cars there were 57 
soldiers, 26 of whom were drowned, and a laborer who 
happened to be on the bridge at the time was also killed. 
The bridge was a Howe truss, built in 1870, with two spans 
of 24 metres (78 ft. 9 in.) and seven of 30 metres (98 ft. 5 in.). 
A new iron bridge was nearly ready for erection at the time 
of the accident. The river had risen very rapidly just before 
the accident, and the Danube, into which it empties, being 
lower than usual, it was very rapid—running six or seven 
feet per second, and carrying many trunks of trees, etc. 
These gathered in the night against the scaffold for erecting 
the new bridge, and drove it against the oldone. The latter 
was tested with a locomotive, however, and pronounced 
safe, and four trains passed over it before the accident, ap- 
parently without affecting its stability, and it was watched 
meanwhile by the engineer in charge of the new bridge. 


The Turkish railroads have some peculiar freights. The 
Roumelian line from Constantinople northwestward in its 
last fiscal year carried 5,741 tons of essence of roses, valued 
at about $320,000. It also carried 1,500,000 melons to 
Constantinople, but probably some of our Southern roads 
can match that. On the line in Asia Minor leading articles 
of freight are Angora goat hair and meerschaum. The 
passenger traffic of the Roumelian line illustrates the utter 
wortblessness of a comparison of the numbers of passengers 
or tons carried asa measu”e of traffic. The number of pas- 
sengers on this road was 971,185, but of these 847,577 passed 
over only that part of the road (1314 miles) inside of the city 
line—virtually a street railroad traffic—leaving but one- 
seventh of that number for the other travel on the 501 miles 
of railroad, Another instance is that of the Central Pacific, 
of whose 7,032,366 passen; ers last year 5,447,050 were feiry 
passengers, crossing San Francisco Bay and riding less than 
five miles in the cars to and from their homes in the San 
Francisco suburbs of Oakland and Alameda, leaving 1,585,- 
316 for the 2,050 miles of railroad. 





The Prussian Minister of Public Works has ordered that 
in places where a public telephone service has been estab- 
lished, the freight stations and offices of the state railroads 
be connected with it. His order says that at several places 
where such connection has been had heretofore, it has been 
of advantage to the railroad service and the public alike, 
and has nowhere occasioned any inconvenience worth men- 
tioning. In Prussia the public telephone service is supplied 
by the Post Office Department. 

The ministerial decree is accompanied by a tabulated 
statement of the reports of several railroad directories that 
have used telephones of the results of their experience, 
which may be interesting as showing how they do things in 
Prussia. The Bromberg directory, which had had a tele- 
phone connection at Berlin, reports that 22 important firms 
were notified of the receipt of goods by telephone; this did 
not simplify business, as written notice had to be given also; 
but freight was removed more quickly after its receipt. 
The telephone was used also for ordering cars, directing the 
unloading of grain by the railroads, and for inquiries of 
various kinds. No trouble was occasioned thereby, but 
many controversies were settled without loss of time. The 
apparatus was also used with great advantage for communi- 
cation with the freight offices of the different roads terminat- 
ing in Berlin. 

The Berlin directory, which had had telephone connec- 
tions at Berlin, at Leipsic and at Stettin, reported that the 
public used the telephone more and more, and found advan- 
tage init. There was no saving in clerical work, however, 
and an additional man is needed to attend to the telephone. 
For explaining differences and giving information it had 
been especially valuable. 

The Magdeburg directory, which had used the telephone 
in Berlin, did not use it for notifying consignees of the 
arrival of freight, lest persons not entitled to it might get 
the freight. It reported that the telephone had not been as 
useful as had been expected, and the only advantage had 
been in making explanations quickly, which was not 
thought important enough to justify the introduction of the 
apparatus. 

The Frankfort directory had had connection at two stations 
and considered it valuable. At one station it was used 500 
times in the first eight months. It was used constantly at 
the other station by 35 firms for notices of freight, inquiries 
and ordering cars, but was most important for intercom. 
munication between the several freight offices, saving much 
correspondence and sending of messengers. 

In Breslau the directory found the telephone valuable; in 
Elberfeld only 15 firms used it out of 45 that had connec- 
tion with it. 





The Prussian Minister of Public Works has issued a cir- 
cular to the government railroad directories saying that 
there have been repeated complaints that not enough ac- 
commodation for non-smokers is provided on passenger 
trains, and affirming that at least one-third of the compart- 
ments in a train, aside from those set apart for ladies ex- 
clusively, should be set apart for non-smokers. And as it 
has appeared that the lack of provision for gentlemen who 
do not smoke has been in part caused by putting ladies 





travelling alone into compartments for non-smokers, because 


of insufficient room in the compartments exclusively for 
ladies, the Minister also orders that care be taken to pro- 
vide enough of the latter. 

The complications caused by affording these different ac 
commodations for three (or four) different classes of passen 
gers may be imagined. For instance, we have a train with 
an average of say 60 passengers (which is rather more than 
the average passenger train load in this country), Now, we 
must provide a car (or car compartment) for ; 

First class : 

Men who smoke. 

Men who do not smoke. 

Ladies traveling alone. 

Second class : 

Men who smoke. 

Men who do not smoke. 

Ladies traveling alone. 

Third class : 

Men who smoke. 

Men who do not smoke. 

Ladies traveling alone. 

We believe that it is not required to provide either ladies’ 
cars or non-smokers’ cars for the third class, and certainly 
not for the fourth (where there is a fourth class); but as the 
great majority of passengers in Germany travel third-class, 
this gives the accommodations for non-smokers and lone 
ladies to a comparatively small number of travelers. If 
they are supplied for third-class passengers, then there must 
be at least nine different compartments in the smallest train, 
and very likely there will not be two first-class passengers 
for the three first-class compartments. 

The multiplication of classes (for a place exclusively for 
ladies or smokersis essentially an additional class) im- 
mensely increases the average number of vacant seats, and 
consequently the cost of transportation, and it almost inevi- 
tably leads to the coupé or compartment system. To put 
on a whole American car for each of the nine classes named 
above would be so evidently absurd that no one could pro- 
pose it. The waste is less but is by no means avoided by 
using small cars or compartments. Noone can foresee ac- 
curately the number of passengers of each class that a train 
will have. Should one have all its accommodations for all 
classes occupied, we can provide for all additions by putting 
on one more car. In Germany nine compartments would 
be needed to meet all emergencies, and then at the next 
station there might be passengers enough to fill all the com- 
partments, but all but two or three requiring seats in third- 
class compartments where smoking is permitted. 





The Car-Builders’ Club. 


The first monthly meeting, this season, of the Car-Builders’ 
Club was held at the rooms, No. 113 Liberty street, New 
York, Thursday evening, Nov. 16. The purpose of the meet- 
ing was to make arrangements and prepare subjects for dis- 
cussion for the monthly meetings duriug the winter. The 
following programme was proposed: 

For the meeting to be held Dec. 21, the subject of ‘Gauges 
for Measuring Screw-Cutting Tools and Standard Sizes of 
Bar-Iron” will be discussed, and a representative of the 
Harvey Manufacturing Company will explain the features 
of its patent interchangeable and self-fitting nut, and will 
exhibit specimens of the same. 

For the January meeting, the subject of ‘‘ Wheel Flanges 
and Rail-sections, and Gauges for each,” will be discussed, 
and civil engineers and road-masters will be invited to be 
present. 

At the February meeting, the ‘‘ Heating and Lighting of 
Cars and the Design and Construction of Car Seats” will be 
considered, 

No subject was selected for the March meeting, as it was 
thought best to leave one night open for any topic that 
might come up. 

At the April meeting, ‘‘ Draw-gear, Dead-blocks and Car- 
trucks” will be discussed. 

The name of the organization, under the auspices of which 
these meetings are held, has been changed to the ‘‘Car- 
Builders’ Club,”’so as to separate it entirely from the Master 
Car-Builders’ Association. 





Record of New Railroad Construction. 





This number of the Railroad Gazette contains informa- 
tion of the laying of track on new railroads as follows : 


Atlantic & Pacific.—1rack laid to a point forty miles west 
of Williams, Ari., an extension of 17 miles. 

Baltimore & Ohio.—A branch is completed from the Pitts- 
burgh Division near Connellsville, Pa., to the Morrell coke 
district, 3 miles. 

Des Moines & Ft. Dodge.—Extended northwest to Ruth- 
ven., Ia., 13 miles. 


Georgia Pacific.—Extended from Ringer’s Cross Roads, 
Ga., west to Tallapoosa, 8 miles. Track also laid from An- 
niston, Ala., east 5 miles, Gauge, 5 ft. 

Louisville & Nashville.—The Knoxville Branch is ex- 
tended from Robinson Creek, Ky , south to Williamsburg 
20 miles. Gauge, 5 ft. 

Nashville, Chattanooga & St. Louis.—The Jasper Branch 
is extended from Victoria, Tenn., north 3 miles. Gauge, 5 
ft. 

This is atotal of 69 miles of new railroad, making 9,171 
miles thus far this year, against 6,649 miles reported at the 





corresponding time in 1881, 5,342 miles in 1880, 3,150 
miles in 1879, 1,947 miles in 1878, 1,945 miles in 1877, 
2,102 miles in 1876, 1,150 miles in 1875, 1,686 miles in 
1874, 3,350 miles in 1873, and 6,311 miles in 1872, 
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CxuicaGo Ratt SHIPMENTS EASTWARD for the week end- 
ing Nov. 14 for three successive years have been : 


1880. 1881. 1882. 
NS ocak sarc a Cesaeld 53,209 51,949 44,721 


Thus the shipments this year were 14 per cent. less than 
last year and 16 per cent. less than in 1880. At the rates 
current in the several years, the earnings from this freight 
must have been about at the rate of $1,000 this year for 
every $580 last year and every $1,439 in 1880. 

Of the total shipments of the week this year 17.3 per cent. 
went by the Chicago & Grand Trunk, 25.3 by the Michigan 
Central, 18.1 by the Lake Shore, 16.9 by the Fort Wayne, 
14.8 by the Pan-handle, and 7.6 percent. by the Baltimore 
& Ohio. Thus the two Vanderbilt roads had 43.4 per cent. 
of the whole, against the 4484 per cent. which is their share 
in the pool, and the two Pennsylvania roads had 31.7 per 
cent., against 3514 in the pool. The Chicago & Grand Trunk 
has an unusually large share of the traffic. 

For seven successive weeks these Chicago shipments have 
been: 

Week ending ———_——_——_-_——_ 
Sept. 30. Oct. 7. Oct. 14. Oct. 21. t. 31. Nov.7. Nov. 14. 
33,076 32,810 34,790 33,580 34,049 43,682 44,721 

Thus there is an increase in the second week of November 
over the first week even, and over the average of the five 
weeks previous to November the increase is nearly 33 per 
cent.—certainly a very important gain. The traffic is now 
likely to become larger rather than smaller. The season has 
not been favorable to packing, and the shipments of 
packing house products, which are usually large after 
the opening of the winter packing season, Nov. 1, are 
unusually light. Those who expect them to be as 
large as in 1880, however, will probably be disap- 
pointed. Last year the packing was lessened because of the 
short supply of corn, this year the same cause does not exist, 
and the new corn which has not been in condition to market 
as corn, has been perfectly suited to feeding on the farm since 
early in October. What will limit packing this year is a 
short supply of hogs—made so by the very high price last 
year and the scarcity of corn, which made it difficult and ex- 
pensive to keep the usual stock for fattening. But not- 
withstanding this, the number packed and the shipments of 
provisions are sure to increase assoon as good packing weather 
sets in, and we will in a few weeks have shipments of the 
new corn, which promise to ba unusually large this winter 
and for which Chicago is the great market. 

For the week ending Nov. 18 shipments eastward 
billed at Chicago (not including those from points further 
west billed to the East through Chicago) were 38,152 tons, 
agaiust 40,963 tons in the corresponding week of last year, 
and 33,013 tons in the previous week of this year. The 
earnings from these shipments must have been about $231 
this year, for every $100 lastyear. While there is compared 
with last year a decrease of 1,521 tons (14%¢ per cent.) in 
provisions and of 8,370 tons (814 per cent.) in grain, there 
is an increase of 7,080 tons (173 per cent.) in flour. 

The flour shipments will probably continue to be excep- 
tionally large throughout the year. The capacity of the 
mills has been increased, and unless the market is very 
unfavorable they will neither lie idle nor hold their pro- 
duct. 








CorRN SHIPMENTS, we have said recently, are likely to be- 
come active as soon as the new crop is fit to market, because 
the Eastern and European communities which consume corn 
are now bare of supplies. How true this is may be judged 
by the reports of stocks on hand at Eastern and Western 
grain markets Nov. 11, which give the aggregate numbers 
of bushels for three years as follows: 


1880. 1881, 1882. 
16,492,430 24,372,782 4,067,168 

Thus the stock on hand was this year 20,305,000 bushels 
(83 per cent.) less than last year, and 12,425,000 bushels 
(75 per cent.) less than in 1880. The supply is especially 
small in tne East, less than half a million bushels being re- 
ported east of Buffalo, which is little more than one day’s sea- 
board receipts at this time in 1880. While the circumstances 
are such that there is no sharp démand to make the wheat 
movement very active, Europe having an unusually large 
home supply, the contrary is the case with corn, and it is 
chiefly because the new crop-year has not yet begun for 
that graim that the fall grain movement has not been 
heavy. Although there has been much complaint of the 
slowness of the wheat movement, the traffic in that grain 
has been quite large since harvest. Thus the receipts of 
flour and wheat at the eight Northwestern markets since 
July have been: 











882. 1881. 1880. 1879. 

Flour, bbls. 2,956.300 2,739,824 2,488,082 2,221,290 

Wheat, bu.. 40{088,915 20,808,573  41,841'774 50,079,953 
Total, bu..53,392,265 33,136,981 52,948,143 60,075,443 


Thus the combined wheat and flour receipts in the North- 
west since July have not only been 60 per cent. greater 
than in the very unfavorable year 1881, but a trifle 
greater than in 1880, the year of the largest crop, and but 
11 per cent. less than in 1879. 

And the course of the seaboard receipts has been similar. 
Down to Nov. 11 the flour and wheat receipts of the seven 
Atlantic ports since August have been: 





1882. 1881. 1880. 1879. 
Flour, bbls. 3,401,988 2,716,441 3,043,089 2,943,776 
Wheat, bu.. 32,038,994 20,535,220 37,663,225 52,271,476 
Total, bu.. 47,347,940 32,779,204 51,357,125 65,518,468 


This year the receipts are 8 per cent. less than in 1880, 
and 2714 per cent. less than in 1879. But the receipts of this. 
year cannot be called light. The fact that the flour receipt, 
this year have been much larger than ever before seems to 
have been overlooked. They were but 20 per cent. of the 
aggregate wheat and corn receipts at the seaboard in 
1879 and this year are 3214 per cent. of them. And this 





flour movement is likely to be much more steady than the 
wheat movement. The mills, unless the circumstances 
should be very unusual, will keep on grinding all the time, 
and will market their product nearly as fast as they make 
it. There is every reason to believe that the winter flour 
movement will be much larger than ever before, and that 
there will also be for some time a heavy corn movement. 








PENNSYLVANIA RAILROAD NET EARNINGS IN OCTOBER 
were $2,140,712 on all the lines east of Pittsburgh and Erie, 
which is $685,680, or 50.6 per? cent., more than last year, 
and the largest net earnings the company Las ever had ina 
single month except in the two months of heaviest Centen- 
nial travel. The increase over September last is more than 
25 per cent. How much they were above the average may 
be judged that in the year when they were largest the aver- 
age net earnings were $1,451,198 per month. This brings 
up the net earnings of the ten months this year to $15,745,- 
218, which are the largest the road has ever had, and $894,_ 
376 (nearly 6 per cent.) more than jast year, though no longer 
than the ist of September they were less than last year, 
the whole of this important gain having been made in two 
months. 

In October the profits above interest and rentalon this 
company’s lines west of Pittsburgh were $650,491, while 
for the whole of the nine months previous they had been but 
$943,281, and in October last year the profit was but 
$337,789. The profits of these lines for the ten months end- 
ing with October, however, are still $984,905 less than last 
year, there having been a small less instead of a profit on 
these lines in the first half of this year, while in the first 
half of last year the profits in the corresponding half-year 
were about $1,575,000. 

We said when reviewing the report for A ugust that there 
was a prospect that the large decrease in net earnings in the 
first half of the year was likely to be wholly overcome in 
the last half. Taking the profits of the two systems, they 
were at the end of October but $90,529 less than last year, 
and a gain over last year of $1,207,078 was made in Octo- 
ber alone! November and December should be in many 
respects better months for earnings than October and very 
much better than last year, so we may confi- 
dently expect a material increase over last year 
in the profits of this company, when, in _ spite 
of the railroad war, they were larger’ than 
ever before. The fact is the condition of trunk-line traffic 
everywhere between the seaboard and Chicago and St. 
Louis is exceptionally good, taking it all tugether—pas- 
senger and freight, through and local. The gain on the 
Pennsylvania’s Western system is especially encouraging, as 
its lines must have fared very much like other lines between 
Pennsylvania and the Mississippi. 








CANAL GRAIN SHIPMENTS TO TIDE WATER have sub- 
stantially ceased. Last Monday shipments of 75,000 
bushels were reported, but later there were none; and it 
is not probable that they will get through if made later. 
Shipments to canal towns, such as Rochester, Syracuse, etc., 
may be made a little longer, but the uncertainty attending 
the closing of the canal make shippers prefer the railroads. 
The rates were a trifle higher last week, but the last ship- 
ments were still at the low rate of 6 cents per bushel for 
wheat from Buffalo to New York. 

Lake rates have been steady for 3 cents a bushel for corn 
and 314 for wheat from Chicago and Milwaukee to Buffalo, 
with very light shipments. It is noticeable that after the 
announcement of an advance in the rail rate to be made on 
the first of December amounting to 3 cents a bushel on 
wheat, there was no pressure to ship by the cheap lake 
route and no advance in lake rates. The announcement, 
however, only made certain what the shippers had all the 
time expected and calculated for. 

In ocean rates there has been a decided advance on grain, 
caused more by a scarcity of vessels than by a pressure of 
shipments, however. Recent quotations are 6d. per 
bushel for grain by steam to Liverpool. The demand for 
sailing vessels is better than it has been, but these are taken 
mainly for lumber, petroleum and coal (coastwise), and 
not for grain. 
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MEETINGS AND ANNOUNCEMENTS. 


Meetings. 


Meetings will be held as follows: 

Eastern, annual meeting, in Boston, Dec. 13. The register 
for holders of certificates ot indebtedness (who are entitled 
to vote) will be closed Dec. 5. 

Florida Southern, annual meeting, in Palatka, Fla., Dec. 
gy 1 i 

Oregon Railway ‘avigation Co., special meeting, in 
Portland, Or., Dec. 9. 

Richmond & Petersbury, annual meeting, at the office in 
Richmond Va., Nov. 28, at noon, 

Richmond & Danville, annual meeting, at the oflice in 
Richmond Va., Dec. 13. 

Dividends. 

Dividends have been declared as follows: 

Iowa Falls & Sioux City (leased to Illinois Central) 1% 
per cent., payable Dec. 1. 

Northern Pacific, 11.1 per cent. on the preferred stock, 
payable Jan. 15, in obligations of the company bearing 6 
per cent, interest and having five yearsto run. Transfer 
beoks close Dec. 9. 


Master Mechanics’ Association. 

The Supervisory Committee, to which was left the ques- 
tion as to the time and place for the next annual conven- 
tion, has decided that the convention shall be held at Sara- 
toga Springs, N. Y., on the third Tuesday in June, 1883. 








A Street Railroad Association. 

The following circular has been issued by Mr. H. H} 
Litt2}l, Superintendent of the Louisville City Railway : 

‘Permit me to call your attention to a matter which has 
for scme time been considered by a number of street rail- 
road men, viz.: The formation of ar association based upon 
well established per aye governing similar organizations, 
and the object of which shall be the promotion and advance- 
ment of knowledge, scientific and practical, in all matters 
relating to the construction, equipment, and management of 
street railways; the establishment and maintenance of a 
spirit of fraternity between the members of the association, 
by social intercourse and friendly interchange of information 
and ideas to the end that the best service may be obtained at 
the least possible cost. 

““ With this object in view, I have been ~ by a 
number of street railroad officials, both in the Kast and the 
West, to issue this circular, and urge that your company 
send a representative to aconvention to be convened in the 
city of Boston Dec. 12, 1882, for the purpose of organizing 
and adopting a constitution for the government of such an 
association. 

‘It is expected that most of the prominent street railroad 
companies in the United States will be represented. Will 
you be kind enough to notify Mr. J. E. Rugg, Superinten- 
dent Highland Street Railway Company, Boston, Mass., at 
once if your company will send delegate, in order that ade- 
quate accommodation for the convention may be made in 
advance. As soon as replies are received, arrangements 
will be made, and you will be notified of the location and 
the hour the convention will meet.” , 

A meeting of representatives of the street railroad com- 
panies of Ohio was to have been held in Cincinnati Nov, 24, 
to form astate organization, which is intended to be aux- 
iliary to the proposed natioval association. 

Car-Builders’ Meeting. 

A meeting was held in Buffalo, N. Y., last week, at which 
there were present Leander Garey, Superintendent of the 
Car Department of the New York Central and Hudson 
River Railroad; C. H. Burchard, Foreman of the New York 
Central shops at Rochester; E. A. Olmstead, Foremau of the 
New York Central shops at Buffalo; Robert Donaby. Chief 
Inspector, New York Contral, Buffalo; F. M. Wilder, Super- 
intendent of Motive Power, New York, Lake Erie & West- 
ern; Milton Wilder, Superintendent of the Erie car shops, 
Buffalo; John Kirby, Master Car-Builder, Lake Shore & 
Michigan Southern; A. C. Robeson, Foreman Lake Shore 
shops, Buffalo; Jas. R. Petrie, Chief Car Inspector, Lake 
Shore & Michigan Southern, Buffalo; John 8. Lentz, Master 
Car-Builder, Lehigh Valley; William McWood, Master Car - 
Builder, Grand Trunk; R. H. Soule, Superintendent of Mo- 
tive Power, Pittsburgh, Cincinnati & St. Louis; R. C. Black- 
all, Master Car-Builder, Delaware & Hudson Canal & Coal 
Company; William Fuller, Master Car-Builder, New York, 
Pennsylvania & Ohio ; Robert Potts, Master Car-Builder, 
Canada Southern; and J. W. Martin, Master Car-Builder, 
Fitchburg Railroad. 

The meeting was held to confer in relation to the inter- 
change of cars. Only one session was held, and no action of 
any public importance was taken. 








ELECTIONS AND APPOINTMENTS. 


Adams’ Express Co.—The board has elected W. B. Dins- 
more, Jr., and Clarence Seward directors in place of Alfred 
Gaither and £. 8. Sanford, deceased. Mr. 8. M. Shoemaker 
has been chosen Vice-President to succeed E. 8. Sanford. 


Baltimore & Ohio.—At the annual meeting in Baltimore, 
Nov. 20, the old directors were re-elected as follows: Wm. 
F. Burns, Robert Garrett, John Spear Nicholas, John 
Gregg, William W. ~ James Carey Coale, G. A. von 
Lingen, Decatur H. Miller, Joshua G. Harvey, Geo. W. 
Dobbin, Henry C. Smith, Aubrey Pearre. 


Boston & Providence.—At the annual meeting in Boston, 
Noy. 15, the following directors were chosen: Joseph W. 
Ralch, Thomas P. I. Goddard, Wm. R. Robeson, Royal C. 
Tift, Francis M. Weld, Henry A. Whitney, J. Huntington 
Wolcott. The board re-elected Henry A. Whitney Presi- 
dent; Winslow Warren, Clerk; B. B. Torrey, Treasurer: 
A. A, Folsom, Superintendent. 





Boston, Revere Beach & Lynn.—At the annual meeting 
in Boston last week the old board was re-elected, as follows: 
Edwin Walden, John B. Alley, Edward Tyler, David H. 
Sweetser, Matthew Bolles, Amos F. Breed, L. 8. Judd, A. 
B. Martin, Isaac P. T. Edmands. Messrs. Isaac P. T. Ed- 
mands, B. F. Brown and John G. Webster were appointed 
auditors for the ensuing year. 


Canadian Pacific.—Mr. J. Murray has been appointed 
Assistant Superintendent in charge of the division from 
Brandon, Manitoba, to the end of the track. 


Cherokee.—The office of Manager John Postell has been re- 
moved from Atlanta to Cedartown, Ga. Mr, George T. 
Kershaw has been appoiat2d General Freight and Passenger 
Agent. 


Chicago, Burliagisa d& Quincy.—The Motive-Power De- 

rtment of the fowa lines will be divided into Eas’e-n and 

estern divisions on and after Dec. 1. Mr. Joel West, with 
headquarters at Burlington, will have charge of the Eastern 
Division. It will include the new Lefflers’ shops, Chariton, 
and all points east of Chariton, with the Indianola, Grant 
City and Albany branches. Mr. C. W. Eckerson, with head- 
quarters at Creston, has been appointed Master Mechanic of 
the Western Division. It includes all points west of Char- 
iton. 


Cincinnati, Hamilton & Dayton.—Mr. J. F, lliff has been 
appointed Lost Car and Freight Agent. 


Cincinnati, New Orleans & Texas Pacific.—The following 
order has been issued for the Cincinnati Southern Division : 

“Mr. W. W. Wells is hereby appointed Master of Trans- 
portation, with wy wee at Somerset. He will bave di- 
rect charge of the Telegraph Department, the mov: ment of 
all trains, trainmen and the distribution of cars. Ali orders 
concerning the movement of trains by telegraph will be sent 
and received in his name. 

“Mr. Z. Jones is appointed Train-Master, with headquar- 
ters at Somerset. He will report to and receive instructions 
from the Master of Transportation.” 


Denver & Rio Grande Western.—Mr. W. J. Brokaw is 
oppcinned Master Mechanic, with office in Salt Lake, Utah. 
e was recently on the Northern Pacific. 


East Tennessee, Virginia & Georgia.—At the annual 
meeting in Knoxville, Tenn., Nov. 8, the following di ectors 
were chosen: E. W. Cole, C. 8. Brice, J. M. Johnson, R. BH. 
Richards, J. R. Anderson, Samuel Thomas, C. M. McGhee, 
E. J. Sandford, Heory Fink, Robert Seney, George I. a 
H. L. Terrill, Nelson Robinson, Samuel Shethar, George J. 
McGourkey. 


East & West, of Alabama.—The officers of this road are 
as follows: President, E. F. Browning, New York; Vice- 
President, A. G. West, " .; Secretary, M, 
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: Crow, New York; Treasurer, J. Hull Browning, New 
ork. 


European & North American.—At the annual meeting in 
Bangor, Me., last week, the following directors were 
chosen: N. H. Woods, Samuel H. Bearse, Franklin A. Wil- 
son, N. C. Ayer, Thomas J. Stewart, Sprague Adams, 
Charles P. Stetson, John 8. Ricker and Wilbur J. Webb. At 
a directors’ meeting, Noah H. Woods was elected President 
and Charles P. Stetson, Clerk. The road is leased to the 
Maine Central Company. 


Ft. Worth & Denver City.—Mr. C. L. Frost is appointed 
General Superintendent, with office at Ft. Worth, Texas. 


Indianapolis, Peru & Chicago.—At the annual meeting in 
Peru, Ind., Nov. 14, the following were chosen: President, 
Solon Humphreys; directors, C. H. Brownell, A. L. Hop- 
kins, V. T. Malott, C. B. Stuart; Secretary, W. T. Can- 
non. The road is owned by the Wabash, St. Louis & Pacific 
Company. 


Memphis & Charleston.—At the annual meeting in Mem- 

his, Nov. 22, the following directors were chosen: W. M. 

arrington, R. D. Frayser, J. A. Hayes, Jr., Napoleon 
Hill, Memphis, Tenn. ; John S. Wilkes, Pulaski, ‘enn. ; 
W. R. Rison, Huntsville, Ala.; Samuel Tate, Jr., G. M. 
Fogg, Nasbville, Tenn.; Simon Borg, T. W. Evans, H. E. 
Garth, W. T. Hatch, Thomas R. Sharp, New York. The 
‘board elected J. Baxter President; Thomas R. Sharp, Vice- 
President; S. R. Cruse, Secretary and Treasurer. 


Mexican Central.—The ——— 
issued by D. B. Robinson, General Su 
Chihuahua Division : 

‘The following reorganization of departments in the man- 
agement of this road will take effect Nov. 10, 1882. 

“*1. The Construction Department will be under the con- 
trol of the Chief Engineer, who will have charge of all engi- 
neering and construction work, and of repairs and mainte- 
nance of tracks, bridges, buildings, water service, and of 
the road under construction, prior te turning same over to 
Operating wri ana 

“*2. The Machinery and Supply Departments will be 
under the control of the Superintendent of Rolling Stock, 
who will have charge of all rolling stock, round bouses, ma- 
chine shops, tools and miscelluneous supplies. All employés 
in this department will report to him and be governed 
accordingly. 

“8. The Transportation Department will be uuder the 
control of the Assistant Superintendent, who will have 
charge of all business pertaining to running of trains, hand- 
ling of traffic, distribution of cars, as the road is received 
from the construction department. All trainmen and em- 
ployés in this department will be under his supervision. 
‘This includes train dispatchers, train-masters, yard-masters, 
trainmen and station agents, as far as their business relates 
to this department. . Engineers and firemen, when on duty 

.on the road, will be subject to his orders. 

“4. The General Freight and Ticket Agent will have 
charge of all matters pertaining to the Trattic Department. 
‘Station — and conductors will report to him and be 

overned by his iustructions as far as their relations to this 

epartment are concerned. 

“5. The Superintendent of Telegraph will have charge of 
the operation and repairs of telegraph lines, operators and 
managers as far as their relations to this department are 
concerned, will report to and be under the control of the 
Superintendent of Telegraph. 

‘6. The Material Agent will have charge of all material 
yards, and of all construction material, importing, receiv- 
ing and shipping the same. 

“7, Heads of above departments will report to the Gen- 
eral Superintendent, except that the Material Agent will 
ship material under direction of the Chief Engineer. 

** 8, Heads of departments will send their time rolls direct 
to the Cashier before the 5th of the month. 

‘*9, Heads of departments are authorized to issue passes 
to employés in their respective departments, only, when 
traveling on business of the company. None but printed 
passes in the regular form of the company must be issued. 

*10. All complaints, demands, etc., of employés must be 
made through the head of their respective departments.” 

Mr. W. R. Morley has been appointed Chief Engineer of 
the Chibuabua Division, with headquarters for the present 
at Paso Del Norte, Mexico, to date from Nov. 10. 


circular has been 
perintendent of the 


Mississippi & Tennessee.—This company has elected F. M. 
‘White, President ; R. P. Lake, Vice-President; M. Burke, 
Superintendent ; &. H. Lamb, Secretary. 


Missouri Pacific.—Mr. J. M. Eddy has been a 
——— of ‘the Missouri, Kansas & Texas Division 
in Texas, with office in Ft. Worth, Texas. 


Monadnock.—This company has elected H. K. French, 
President; Wm. G. Livingstone, Clerk and Treasurer. The 
road is leased to the Cheshire Railroad Company. 


New York, Ontario & Western.—Mr. E. Canfield has been 
appointed Superintendent of the Southern Division, between 
Middletown and Weekhawken, and will take charge of 
tracklaying, ballasting, and all work which is being done 
directly by this pe For the present his office will be 
located at Tappan, land Co., N. Y. 


Ohio Central.—It is said that Mr. Thomas Peelar will be 
— Superintendent in place of W. H. Vandergrift, re- 
sign 


Oil City & Chicago.—Mr. William 8. Baldwin is ap- 
pointed General Passenger Agent of this company, with 
office at Buffalo, N. Y., to date from Nov. 15, 1882. 


Railway Conductors’ Mutual Aid & Benefit Association. 
—At the annual convention in Chicago, the following 
officers were elected for the ensuing year : President, James 
G. Shearman; First Vice-President, E. A. Shadd; Second 
Vice-President, Harry M. Mounts; Secretary’ and Treas- 
urer, Charles Huntingion; directors, Thomas P. Robb. 
George Hewitt, John R. Sandy, J. C. Wheeler, W. M. Cal- 
well, F. X. Vevia and J. S. Cooper. 


Richmond & Allegheny.—Mr. J. P. Williams is appointed 
Paymaster, Fuel and Tie Agent and Property Agent. Mr. 
M. Sweeny succeeds Mr. Williams as Purchasing Agent. 


Richmond, Fredericksburg d& Potomac.—At the annual 
meeting in Richmond, Va., Nov. 15, the following were 
chosen: President, Joseph B. Brinton; directors, A. Sydney 
Biddle, J. S. Blackburn, Charles Chauncey, Francis Willis. 
Dr. Anderson bas been appointed state director, The Ex- 
oraining Committee chosen by the stockhulders consists of 
L. B. Anderson, John R. Baylor, E. Y. Cannon, Charles 
Ellis, C. F. M. Garnett. 


St. Paul, Minneapolis 4 Manitoba.—Mr, A. Manvel, 
General Manager, has issued the following circular: ‘* Mr. 
A. H. Bode is oppointed to the position of Controller of this 
company, with office at St. Paul. His special duty will be 
to supervise, examine and certify accounts pertaining to 
other companies with whom this company has contract or 
traffic arrangements, and such other duties as may from 
time to time be assigned him by the President or General 


Manager. Heads of departments will supply him with 
statements or information as he may request.” 

ips, 

B Beal, 


Sandy River.—At the annual meeting in Phill 
Nov. 15, the following directors were chosen: N. 
D. L. Dennison, James Morrison, Jr., J. W. Porter, P. H. 
Stubbs, The board elected N. B. Beal, President; P. H. 
Stubbs, Clerk; D. L. Dennison, Superintendent. 


President; L. W. Cutler, Secretary and 


Wm. D. Bishop, 
. road is worked by the Naugatuck Railroad 


Treasurer. T 
Company. 








PERSONAL. 


—Mr. W. H. Vandergrift has resigned his position of Su- 
perintendent of the Ohio Central Railroad, to take effect 
Dec. 1, next. 





—Mr. George W. Ristine has resigned his position as As- 
sistant General Manager of the Denver & Rio Grande road, 
and is at present in Chicago. 


— Mr. Gilbert C. Breed has resigned his position as Pur- 
chasing Agent of the Louisville & Nashville. He has been 
with that company a number of years, and has had a wide 
and varied railroad experience. 


—Mr. Henry Watkeys, formerly Master Mechanic of the 
New York Central and recently of the Chicago, Milwaukee 
& St. Paul, is to have charge of the new locomotive works in 
Rome, N. Y., as Superintendent. 


— A Chicago dispatch states that Mr. C. L. Wheeler will 
decline the position of Arbitrator of the Southwestern Rail- 
way Association, the Colorado Traffic Association and the 
rae Trunk Lines Association, to which he was recently 
chosen. 


—The St. Louis & Cairo Company desires to give notice 
that Eugene Proctor, an oe temporarily employed in 
the Cairo office, absconded Oct. 17, having collected freight 
bills to the amount of $39.80, which he failed to remit. This 
may be of interest to other companies, as it is believed that 
he will seek employment elsewhere. 


—Mr. John G. Stevens, well known as an engineer, for- 
merly in charge of the Delaware & Raritan Canal, and at 
one time one of the Receivers cf the New York & Oswego 
Midland road, has been appointed by the Governor of New 
Jersey one of the Commissioners of Water Supply in place 
of Mr. Ashbel Welch, deceased. 


—Mr. Frederick de Funiak, General Manager of the Louis- 
ville & Nashville Railroad, has resigned his position, and 
will devote his time to the completion of the Pensacola & 
Atlantic road, of which he is President. Mr. de Funiak has 
been with the Louisville & Nashville for many years as 
Chief Engineer and later as General Manager, and his resig- 
nation was unexpected. 


—Mr. A. E. Touzalin, First Vice-President of the Chicago. 
Burlington & Quincy Railroad, has resigned his position. It 
is understood that he will soon start on an extended trip to 
Europe. Mr. Touzalin was connected with the Burlington 
& Missouri River in Nebraska for many years and made 
quite a reputation as Land Commissioner for that road. 
After the consolidation of the Burlington & Missouri River 
with the Burlington & Quincy, Mr. Touzalin became Gen- 
eral Manager of the Burlington & Missouri River Railroad, 
which position he held until about a year ago, when he was 
promoted to the position of First Vice-President of the Chi- 
cago, Burlington & Quincy, with headquarters at Boston. It 
is not probable that the position will be filled again. 


—Mr. E. B. Phillips has decided to accept the presidency of 
the Toledo, Cincinnati & St. Louis Company, provided the 
money to complete the road is ruised. He will retire from 
the Eastern Company at the annual meeting next montb. 
Mr. Phillips began his career as a clerk in the freight de- 
partment of the Boston & Worcester Railroad, and subse- 
quently rose to the position of General Freight Agent. He 
left that position to take charge of the construction of the 
Cleveland & Toledo Railroad, of which he afterward was 
made Superintendent. In 1856 he returnedjto the Boston & 
Worcester Railroad as Superintendent, and in 1862 
again went West as President of the Michigan South- 
ern & Northern Indiava Railroad. 
pany was consolidated with the Lake Shore, he was offered 
the vice-presidency, which he declined, as he subsequently 
did the position of General Manager of the Boston & Albany, 
tendered him by President Chapin. 
a partner in the Phillips & Colby Construction Company, 
which built the Wisconsin Central road, and then was made 


which position he held when made President of the Eastern. 


Toledo, Cincinnati & St. Louis. 





TRAFFIC AND EARNINGS. 
Coal Movement, 





follows: 


1881. Inc. or Dec, P. 


shipments to tidewater are increasing. 


week ending Nov. 11 was: Coal, 161,248; coke, 54,481 
total, 215,729 tons. 
was 9,493,301 tons. 

The Official 


ports : 





Erie & Western. 








Me., 


Watertown & Waterbury.—This company has elected 


When that com- 


He afterward became 


Receiver of the Grayville & Mattoon Railroad of Illinois, 


He has been for some time a stockholder and director of the 


Coal tonnages for the week ending Nov. 11 are reported as 


The semi-bituminous trade is very active just now, and 
The coal tonnage of the Pennsylvania Railroad for the 
The total tonnage this year to Nov. 11 
Accountant’s statement of anthracite coal 


tonnage for October and ten months ending Oct. 31 is as 
follows, differing somewhat in form from the weekly re- 


Increase for the month, 258,984 tons, or 9,6 per cent. All 
the companies show increases except the New York, Lake 


Increase for the ten months, 675,867 tons, or 2.9. per 


New Jersey Central, 14.7; the Delaware, Lackawanna & 
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Western, 16.1; the Delaware & Hudson, 10.8; the Pennsyl- 
vania Railroad, 8.3; the Pennsylvania Coal Co., 5.1, and 
the Erie 0.9 per cent. 

The stock of coal on hand at tidewater shipping points 
Oct. 31 was 524,050 tons, against 513,934 tons Rept. 30, an 
increase of 10,116 tons, or 2.0 per cent. during the month. 

The coal tonnage of the Baltimore & Ohio Railroad for 
the fiscal year ending Sept. 30 was as follows : 















, 1881-82. 1880-81. Increase. P.c. 
Main Stem................. 2,521,226 2,180,6u8 340,618 15.6 
Pittsburgh Div ..2,447,749 1,980,102 467,647 23.6 
Trans-Ohio lines;....+.... . 678,041 378,917 299,124 78.9 

Total...................5,647,016 4,539,627 1,107,389 24.4 

The Pittsburgh Division includes coke as well as coal. Of 


the Main Stem tonnage 386,626 tons last year and 424,521 
tons the previous year were for company’s use. This is a 
very handsome showing, considering the loss in tonnage 
caused by the Cumberland strike. 

Cumberland coal tonnage for the week ending Nov. 18 
was 56,935 tons. The total. shipments this year to Nov. 18 
were 1,221,231 tons. 

Railroad Earnings. 














Earnings for various periods are reported as follows: 
Tenmonths ending Oct. 31: 
1882. 1881. Inc. or Dec. P. ce. 
Ala. Gt. Southern... $663,844 I. $39,630 6.3 
Des M. & Ft. Dodge. 286,756 D. 44,226 13.4 
Hous., E. & W. Tex. 215,385 I. 89,986 718 
Kan. C., Ft. 8S. & G 1,402,186 23 I. 151,063 12.1 
Mar., H. & Ont..... 1,093,833 I. 275,365 233.7 
Nash., Ch. & St. L. 1,565,359 1,750,072 D. 184,713 10.5 
Net earnings...... 618,507 649,286 D. 30,779 4.7 
Pennsylvania....... 40,548,834 36,552,212 1.3,996,622 10.9 
Net earnings...... 15,645,214 14,750,838 I. 894,376 6.1 
Phila. & Reading... 15,783,462 14,963,749 I. 819,713 5.5 
Net earnings...... 6,883.192 6,617,899 I. 265,293 4.0 
Rich. & Danville.... 2,972,550 2,828,193 L. 207 5.1 
St. L. & Cairv....... 309,303 350,080 D. 77 11.6 
South Carolina... .. 1,013,055 984,917 I. 28,138 2.9 
Vicks. & Meridian... CINDY nit:conkeexd! ASRS a o5stubs Dbboe 
Month of October: 
Ala. Gt. Southern... $88,674 $80,875 I. $7,799 9.6 
Central, of Ga...... 426,500 414,489 I. 12,011 2.9 
Chi. & West Mich... 131,163 123,010 1. 8,153 6.6 
Des M. & Ft. Dodge 31,595 40,061 D. 8,466 21.1 
Houston, E. & W. T 24,096 18,861 I. 5,235 27.6 
Kan. Cy Ft. 8. &G 175,578 150,504 I. 25,074 16.6 
Margq., Houg. & Ont 118,218 101,736 I. 16482 16.1 
Nash., Chat. & St. L 180,319 172,121 I. 8,198 4.8 
Pennsylvania....... 4,660,054 3,672,971 I. 987,083 26.6 
Net earnings. ... 2,040,712 1,355,032 I. 685,680 6.1 
Phila. & Reading... 2,229,513 1,989,948 I. 239,565 12.0 
Net earnings...... 542 885,832 I. 237,710 26.8 
St. L. & Cairo...... 47 { 5 D. 4,039 9.9 
South Carolina..... 165,088 139,292 I. 25,796 18.6 
Vicks. & Meridian. . 50,907 52,767 D. 1,860 3.5 
First week in November: 
Cin. & Grand Trunk $53,318 38,858 I. $14,460 37.1 
Flint & Pere Marq.. 43,289 38,670 I. 4.619 11.8 
Grand Trunk........ 375,369 327,226 IL 48.143 148 
Union Pacific........ 703,000 €55,000 I. 48,000 7.3 


Second week in November: 









Chi. & Eastern II... $36,646 $33,110 I. $3.536 10.7 
Denver & R. G...... 125,900 113,385 I. 12,515 11.0 
Hann. & St. Jo 60,900 45,700 I. 15,200 33.2 
Louisv. & Nash..... 268,625 242,923 I. 25.7u2 10.6 
Northern Pacific. .... 197,836 115,676 I. 82,160 70.8 
St. L. & San. Fran .. 72,800 62,200 I. 10,600 17.1 
St. P., Minn. & Man. 181,400 66,446 I. 114,954 174.0 
Wabash, St. L. & P.. 375,434 366,416 I. 9,018 2.4 


Grain Movement. 
For the week ending Nov. 11 receipts and shipments of grain 
of all kinds at the eight reporting Northwestern markets and 
receipts at the seven Atlantic ports have been, in bushels, 
for the past nine years : 
Northwestern shipments.-—, 





Northwestern Fn. Atlantic 
Total. By rail. byrail. receipts. 
2,537,220 297.809 11.8 2,736,146 
3,419,362 1,143,631 33.5 4,057,502 
3,739,754 1,372,271 36.7 3.663.490 
4,147,443 426.584 10.3 4,077,968 
4,268,616 732,892 17.1 4,851,146 
i x 2,978,382 1,106,435 37.1 9,798.781 
1880...... 5,685,595 5,039,996 1,767,414 35.1 7,323,425 
188i... ...3,907,872 3,688,621 1,718,713 46.6 3,772,664 
1882.,....5,034,019 3,567,249 1,751,257 49.1 4,256,933 
The receipts of the Northwestern markets for the week 


this year were thus larger than in the corresponding week 
of any previous year except 1880, and nearly 30 per cent. 
more than last year. They were, however, 1,123,000 bush- 
els lessthan in the previous week this year. The shipments 
of these markets, however, were smaller than in any cor- 
responding week since 1865, except in 1879, though only 
121,000 bushels less than last year. They were 746,000 
bushels less than in the previous week of this year, but 
larger than in either of the two weeks before that. 

The rail shipments, though larger than in any correspond- 
ing week save one, were 463,000 bushels less than in the 
previous week of this year and were the smallest for three 
weeks. The shipments down the Mississippi were 186,710 
bushels, or 5.2 per cent. of the whole, The Atlantic receipts 
were larger than last year; but smaller than in any other 
since 1877. They were 459,000 bushels larger than in the 
—— week of this year, and were the largest for seven 
weeks. 


1882. c.| Of the Northwestern receipts f thi 
, ee aan vas er ae p or the week Chicago had 
Anthracite ---------:--; 668.867 G35.77, 38395 «=—5-4 | 49.3 per cent., St. Louis 17.2, Toledo 10.1, Milwaukee 9.4, 
Bituminous, Penna...... 61,386 60,267 L 1,119 1.8| Peoria 6.8, Detroit 6.3, and Cleveland 0.9 per cent. 
Gokke, PONS ....... 02.00. 54,481 46,295 I. 8,186 17.8 Of the Atlantic receipts New York had 51 per cent., 


Baltimore 12.2, Boston 11.6, New Orleans 11.3, Phila- 
delphia 7.7, Montreal 6.1, and Portland 0.1 per cent. The 
receipts at Boston were unusually large, and have been 
exceeded but twice since February; the Philadelphia re- 
ceipts are the largest for eight weeks, the New Orleans re- 
ceipts the largest since September. 

Of the exports of these ports for this week ending Nov. 11, 
49.2 per cent went from New York, 17.5 from Baltimore, 
14.4 from Montreal, 8.6 from Philadelphia, 5.4 from New 
Orleans, and 4.9 per cent. from Boston. 

For the week ending Nov. 15 the exports were 703,677 


9 








Ra ssT igus” months | bushels of grain and 170,408 barrels of flour this year, 
Phila. & Reading... 727,869 678,052 5,626,994 5,615,403 | against 2,473,746 bushels and 80,671 barrels last year, and 
Lehigh Valley...... 603,282 549,562 4,840,589 4,575,346 | 4,692,963 bushels and 112,022 barrels in 1880. 
Central, of N. J...... 416,461 379,677 3,485,091 3,317,801 For the week ending Nov. 18 receipts and shipments at 
— i A Wes. ss 470,079 411,266 3,813,712 3,539,593 | Chicago and Milwaukee were : 

el. ud. Cana : ‘. 

RIRSERa Seawaccn cess 322,237. 290,078 2,563,220 2,590,133 ae Cae 
Penn. R. R. Co...... 266,224 198,407 1,973.329 1,835,692 | in 1.935.911 (1621113 1.068420 1,637,439 
Penn. Coal Co ...... 156,453 144,878 1,202,423 1,182,499 | Wa ee *530°017 0R2'548 "015°737 107139 
N. Y.,L. E.& W 22.432 34,133 217,926 389,950 “<a necaelnaea SOUUT? 282, i 215,737 = =—_107,139 

Total. ...........2,045.037 2,686,053 23,723,284 23,047.417| Both.........- 2,465,928 1,903,661 2,180,957 1,744,678 


There is an increase of nearly 30 per cent. in the receipts 
and of 25 per cent. in the shipments. 

At Buffalo in this week ending Nov. 18 receipts and ship- 
ments were : 





cent. All the companies show increases, except the Dela- , me ne oo amis TE 
ware & Hudson and the Brie. The Reading’s gain is very | Byrail...... .. 529.000 545,400 563.500 808,600 
small. rs err 2,346,380 1,295,400 841,900 531,300 
Of the tonnage for the ten months this year the Reading -- pn 
furnished 23.7 per cent.; the Lehigh Valley, 20.4; the} Total..........2,875,380 1,840,800 1,405,400 — 1,339,900 





The rail receipts are nearly the same as last year, the rail 
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shipments 30 per cent. less. The lake receipts are 80 per 
cent. more than last year, the canal shipments 60 per cent. 
greater. 

For this week ending Nov. 18 receipts at four Eastern 


LOCOMOTIVE RETURNS, JULY, 1882. 
Master Mechanics of all ‘American railroads are invited to send us their monthly returns for this table. 

































































































































































































































































- i | | AVERAGE | COSTIN | AVERAGE 
ports for three successive years have been : = 5 | MILEAGE. MILEs Run To TRAIN. (CENTs PER COST PER MILE IN CENTS FOR. |CosT oF 
Bushels; New York. Boston. Phila. Baltimore. Total. a Ot —— roo" a Ge “<u pei, — 
1882.. .... 2,805,606 430,830 252,975 408,888 3,898,299 ¢/2| 2 |e |eilgig |S.) 7 = | 2 2) & | of | 2 g 4 
1881 2,701,154 469.237 247,640 272,707 3,690,738 B\e| B 1g sie} s\ eis E £ b\/213/28 88: 8/£ 
1880....... 4,146,523 483,575 719,200 1,405,993 6,755,291 a\3\ Bi als |e le gle gl]: FL Elagi: ls E 
P. c. of total: NAME OF RoaD. 8 | = | ; | 6 ae | & | | & . : ; ia a3 |: Ely 
IONS. .......000 TO 11.0 6.5 10.5 100.0 li lel : 3 | 5 | 7 ata i teeee ir 3 Es i? | sie 
eal 73.2 12.7 6.7 : . ae ord : 8 | haa Pele -|s 
eae 61.4 72 10.6 20.8 100.0 I: }a] = | g | eye 14 ae E eve erh’ teat tt tae 
Philadelphia and Baltimore together had 17 per cent. of |: 13 | 3 : Bernt sid g |e]: : : : 5 : : 
the total receipts this year, against 14.1 last year, and 31.4 + ee 2 | Sie ae : | i : : Seat °Bi|: eR: 
in 1880. Of the New York receipts, 1,329,970 bushels Og ae ree ee rarer 
(47°4 per cent.) arrived by rail this year, against 1,101,653} 4 no onony valley, River Div.* | 189|....|ecce.eseee| eeeeee- fewer Pare ane | seid |..cansfocnaveles wve]sesend]essoee] waseloasese becnsvelsoonss Pa) Si 
bushels (4084 per cent.) last year. Grade Div.*........... 1 SOAGY Satactere Barer pee: bese: Re! aepew MPIC whienete sas ch nenesheipetel epee loanstiageedlcaiitnd ag Nets 
P ‘ Buffalo, Pitts. & Western.... | 228) 24 1,390) 2,975) 39,20 woos 0 SAM) $8.00) 18.70) 3,086) 1.575 4.04) 4.09 0.52)... 5.28) 18.85]... a 
Southern Railway aud Steamship Association | Central’Pacific, Western Div.+ $00 os bles oT pe Se scenis | 34-40}...... earenhh apeislsaases 6.94) 38.97 0.0% 0.98 8.16 20.05 6.30 470 
‘ 7 ) % 4 35 3, 2, 36.32).... ...| 16.20)...... Nadebuel ce ctee 4 7) 43 0. 36, 7. . ~ io 
Rates. tt ale Galifornia Pacific Distant {170 13) 93.370 2731 4584| ..” “| 2514|......|...... AER: bt 1185/1297 041 O88) 7:25 SRI) 6.80) 4:70 
: ot Sup » eS wers . | , 0968) ...... 25. Jeeceee|cocceele .| 5. .O2) 0.40) 0. 54|..... 20 
ae pg circular from General Commissioner Po 3acramento Div 588) 2824\'33.46| Gelb: | 6.04| 18.07 0.48) 0.48! 7.75. 38.52|'6'36] 4°70 
IS Gave MOV. 4: : uae Os . Humboldt Div.+ 2'797| 42.95... 5.90| 14.78 0.43) 0.84) 7.72 20-15) 6 80] 4.70 
“The lines via Cincinnati and Louisville (in connection | gait Lake Div.+ : 2,675) 33.05)... | | 5.05| 19.11 0.57) 0.22) 7.25 32.69) 6.30] 4.70 
with Trunk Lines) and the Virginia, Tennessee & Georgia| Oregon Div.+ 5 4,338) pli 45.15) 22.37) 1.58) teat yo : = 7.87 20.06 aa +70 
Air-Line, havimg put In effect, on Nov. 1, rates from eastern | Stockton & Copperopolist.. | 49 ss) same wrwlseale | 7.96) 19.77 0.46 nant ier re 4 
cities to Chattanooga, Tenn., based on Trunk Lines differ-| pujare Div.4... 00.7.7". | 170) 2u! 51,035) 2,598) 30.47 age ~~ peels Snel de por ¥ 13.29) 7 0:30) 0.68) 8.21 51.96) 9.15) 5.35 
ences, other lines wiil work same rates. Los Angeles, Sar Diego &| | | eres | | j 4 cy " 
‘* You will, therefore, on receipt of this, and until further reabee teeeeeeee “ 3 a 4 “08, pM agi iin alg et foe $38 3028 063 0.38) aoe oe ae se be 
notice, quote the following rates: Gila Div.+ ... ...--... apn bag . 4). 15.63 cast tate 6.51 7 0.63! 0.28 7-51 $1.90 9.1, 5.35 
—_—__— = pO Pears 219) 26) 3, 73! 3.50), 294 7) 0, .€ .99 39.07 
: —= = aaeaemoaees Per | El Paso & Rio Gr’de Divs.+. | se 3 118,061) ‘saa aa sal 16.05)... ates «| 0.800 by 4 YT) os _ by Toru crs 5.56 
waa | Per Ome Hundred Pounds. | Por | 400] Chesabixe ® Ono, Bast. Div 305) $i! Geren) xasal sev. ~-.... loa) a4) ino) 2800 G00 200] Sov O80...) Gon WSO) La 
( hattanooga, Tenn., | bl. Ib. Lexington gage oe * |539| 2.| 57,081 | 2) 38 3u!” 2°77". ze.00) 4:49 “9:30/ 2°600! 2:109, 4.69 00 0.50'...... 5.80 14.00) 1.15).° °°" 
1) 2/3/4/5|/6)A/B\C|D/E/F|G | H Cleveland & Pittsburgh*..... | #4» 7 179.195, 2,360] 43.68.0020. .) 23.02) 4.72 16.90) |e cece a leeteee) cee |oecevelecesee|oooees oe 
ei an! De “ka. & Western } | | | 
— eyed aed park aed ed rd bret fk ep Pare rs arnt : . v9} 80,555! 2,778)...... 27.47 80, 8.60)... « 
. ww York 86/75 36153/ 40/39/58. a 3 | Bloomsburg Div.§ ....... .. | 80) 29 09) Oh PR ees jensers cose sleseasele sans 
Philadelphia.....-----:|t12)_ gslealftlgelaa|aalsa|38|37|sa[rali-hu) ao | Elizabeth City a Noitolk....| 24) 0] | 34dre) AW.) 7A-79).400") eae) RAS “RbdliL ail ad) 1.0%] B94 O00... | pe fos ho tr 
Baltimore. ....... 2.0.0. 1.1 | a it — 46} 33 oe 36/55 — 55) Grand Rapids & ind. Main Le | 382| 64)" avz,ade|"" 282.| 96.17 "37.46 18,05) 66. 05° 3) 82°70) "$.390/'5;56 
~ ee ee Cin, Rich. & Ft. Wayne.... | 92) 21 233) 1,633) 33.29 | 17.01),, ¢ 0.5 7 3.00} ."., 
ae Ulinois Central, Chicago Div. | 360] 109) 29,075) 2,207) 34.52 aaa : 420 O280\...22. i | Leolase 
‘* This supersedes written letter dated Nov. 7, 1882. $Adle DIV .Us sie c.0.eccecscses 10i| 27) 23,260) | 862) 41.85), Vai ‘ “aa! 0.3 <a anaa| aloe 
wy, ‘ : F North Div.) 345| 50| 128,804) 2180/3419), “51 | 90) 5.03 0.33 5.74, 10.00) 1.65)"3.05 
‘*You will also add to Circular Letter No. 14, Series Springheld Div. 113) 12) 26-70%] 21225) 42u" $.44/ °98| 3.54) 0.30).0005.) 5.84 LL17) 1.40!"2'96 
1882-83, the following rates from Chattanooga, Tenn., to] Iowa Div.|..... Fer aN aus 44 rs 2M oA’ | 38 Bi) a 7s yf | by! es) fy 5.00 
th onlog Ss ‘ ” i ff., Mi a. Ae 45 2,40) | 38.50) | 5.63) 2. 12 0. | 8.39) 2. 2. 
p= ara A, C., FOCS Oe, Se ae en ae: City, St_Jo. & Coun, BiG /247| 35] 120,130 $16. 40.00) bias 21.99) 4.70| 4.60, ve -| 6.10 15.7) 2.20] 3.50 
; Cc D F putas De Southern, | g2| 191,353] 2,199! s7.55/, 5th 9.99| 7.10 0.25) | 5.97 17.38) 2.60] 5,69 
reer _ _ — Erie Div.**.... 1zo| 288,113) 2,200) 66.24 5.08) 6.39 0.26 5.00 17.20] 2.25) 5.43 
19 is 15 30 Toledo Div.**...... -| 95} 180,083 1,930) 31 leew .| S2-OLl,, 3.99 B.£7 0.80) | 6.28 19.16) 2.87) 4.08 
. ; , : ‘ ‘ Mich. Southern Di ~.| 228) 511,199] 2,232) 40.36!" 99 00) 22.80]. 3.67) 7.77 0.27/......) 6. 3.17.77) 3.10\"4.63 
‘‘Make following change in classification taking effect at | pittie R'k, Miss. Riv. & Texas. 17 14) 23°78: 1,69v)...... | 64.00) 10.00]... HA **| 3.22] 4.08) 0.61) 1.67) 6.47) 16.2u]..... 2.60 
once. Fish, pickled or salted in kits and kegs—Class 3. Loulsv'e & Nesh., First Div.3. Pood = 166 vi 2,33) 31.69) 1187 4 te Lao | zie 1.140 rrr br re We ee toe 16 a3 
Class if released, 6.” SOCONE DIV.G..00+ 202 coos 0 | - : 6 91 10.8513, : 60 0.38) 1. 16) 2u.¥3| 2°56)"; 
Memphis Div.t.......... 26. | 13.) 14) , 4.52) 10.25! 3.180) 1.890) 6.38) 6.6. 0.38) 1.41) 5.16) 24.03) 2.56) 2.50 
. = Nash. & L conten Div.¢.... .. | 122} 26! 3b 4.87 15.82] 4.440) 1.340] 4.45] 7.18) 0.83! 1.52) 6.64 19.94) 1.99) 2.30, 
Charges and Rebates on Live-Stock Shipments. | south & North Ala.4......... | 185) 37) 3.86) 13.88) 3.510/"1.660| 5.56) 6.¢3) 0.39) 1.17) 5.2 ert 1.47) 1.56 
‘ se aie fee el eae? Mobile & Montgomerys...... | 15.| 29) 6,63) 18.99) 2.800/"1.210) 4.13) 7.02) 0.26) Lgu| 6.5 18.01) 2.66) 1.90, 
Commissioner Fink has issued the following circular re-| ¢¢ TouisDiv....... 29:| 3 | | 3115) 12.89) 3.010) 1.180] 3.21) 272/031) 1.19) 5.73) 14.46) 1.17) 5:00, 
garding charges and rebates of live-stock shipments : Ev., Hen. & Nash. Div.¢..7"" | 135] 39 3.29) 14.66] 2.640) 1.940/ 6.20) 470) 0.28) 1.47) 648 eee 4B? | 1.50, 
“At a meeting of the Standing Committee of the Joint} New Orleans Div.z...... .... | 141) 26 5.16) 17.70) 3.970 0.940] 3.10) 5.45) 0.23) 0.92) 5.86) 1o.08) 3.3.) 1.60, 
& + & Pensacola & Selma Divs.¢ 134) 26 5.39) 9.15] 4.640] 1.850] 3.50) 471) 0.83) 1.25) 5.95) 10.79) 2.45) 151 
Executive Committee, held Saturday, Nov. 11, 1882, it was uisy., Cin. & Lexintons, |220| 4 | 4.65| 13.71| 2,860] 1.510] 2.44) 7.28) 0.89) 098) 6.37 17.4<| 2.64) 3°50, 
agreed that in cases where the established minimum weights Marquette, Hough. & Ont... | 83) 34 +sz4,-| 45.64) 2,690) .... a <= | $831 28-04) dou)... 
are exceeded upon live-stock shipments which are reloaded ‘oy =e =0., sastern Div.. | % | Pins Prd 3,480) ...... oe eel oss. O40 tees] toe 3.97 
and reweighed at the Western termini of the trunk lines,| Mahoning Div.2220777777"""" | 14il 59 T3512 : 4.16) 0.40 5.¥4| 14.44) 1.84] 9°97 
the actual weight at point of shipment shall be the basis of | No. Cent., Rl. & Gan. Divs... | 147] 49| . 645 0& en 17-94) 1.6-| 1.60 
the charges and rebates from point of shipment to the re- | edn ome oy iy Dive... | 231) 43) — er ‘weer 6.24) Foul 330 son 
weighing point, and tbe actual weights as ascertained at} ‘Amboy Div.++ - Bz, 7.00] 0.8) 8.20] 4.00 
such reweighing point shali be the basis of freight charges| Belvidere Div.++ 40 0 — py i. 4.00 
and rebates from thence to destination.” Ls ne ong my ge adl 5.3u| 0.70). 12 [533 
Altoona Div.t+......---. ss. 2 2.9 | v.20 | 1.20) 2.92 
Boston Passenger War. Pittsburgh Div.it........... 1172) 196 258U 4.60 0.00). 1.8u 2 59 
The war between the Boston, Revere Beach & Lynn and{ Tyrone Div.++ . 4s Lt os pep <i rye 4 
the Eastern companies on passenger rates continues without} Vest Penn. Div.tt 7 2101 4.90) » .6u|"- 1 2059.93 
change. Both companies maintain the 5-cent rate between] Bedford Div.++.... 4, 7.800) 1,996 1.80) i : a 3.60 
Boston and Lynn, and are carrying very large numbers of | Frederick Div.++.... 10; Sh168) Ale Ht ape “raul eee 
passengers, and both profess to be satisfied with the result. PP a oie 13) 26,619, 2, eo | t 
‘ . ‘ ; aryland Div. | 214,325 3,062 5.80) 0.70 2.40! 4.55 
Rules Regarding Storage, ona Delivery of Flour Central Div.tf, Pa | 91 sb: si 6.80) 08. z40 556 
in New York. Delaware Div.++............. | 26 sf ’ 26 Q) Ue sd 
Commissioner Fiuk bas just issued the following circular | Pits; Ft. Wayne & Chicago, laos... Sent | Ree Mt Nea, Se, TOES DRO, RE FeREEe ene: rte (Net aoe) MAES LS Se See ee 
in regard to the adoption of new rules for the storage and | Western Div.*......... oc [MOOI sad! “eetebecelseensasches 'b-abvcssses] ecw: aleestecloassyeloeae. lowes, fat -eoeinsencs |ecase|eneres|ereeneloreeretoreseleees 
delivery of flour at New York: Pitttie Miam! Div Pe ia aS vesfereseleesineslensess|tescssleaes « " 
Ata meeting of representatives of the New York Central &| p.,c.. & St. L. Div. | 247/103, 290,183) © 2,905 20.7. 02|" B91 \'o:46 5.65| 16.66 11 3.66 
Hudson River, New York, Lake Erie & Western and | St. Louis & Cairo#. | 1bz| 15) 82,283 2,149 36. « 5 eel Sib 5.05! 34 321 oot 
Pennsylvania railroads, held Nov. 11, 1882, the following | Wet Jemsey#t...+ » s...-. +. — 81 — aan SaaS | | 2. 0 10:20 | Map aaee pia: | 8.95 
resolutions were adopted : . - 








‘Resolved, That the following rules regulating storage and 
delivery of flour in New York harbor set forth in joint cir- 
cular issued by the Pennsylvania, New York, Lake Erie & 
Western, and the New York Central & Hudson River Rail- 
road Companies, and dated Sept. 8, 1879, shall be strictly 
enforced cn and after Dec. 1, 1882, upon all flour then on 
hand or arriving thereafter: 

‘Commencing Oct. 1, and_until further notice, the said 
railroad companies agree: First, all flour shipped to New 
York dircet for delivery at the railroad company’s docks 
will be beld subject to the conditions expressed in the sixth 
clause of this agreement for a period not exceeding five 
days, Sundays, legal holidays, and day of notice of arrival 
not included, free of expense. 


* Five empty cars rated as three loaded ones. 


| 4 Three empty cars rated as two loaded on‘s. 
+Switching engines allowed 6 miles per hour; helping engines, 
! 


™sSwitchmg engines allowed 6 miles per nour. 

++ Engin2ers’, tiremen’s and wipers’ wages not included in cost. 

+¢ Narrow gauge (3 ft.) road. 

Repairs gem include all shop expens.’s. 

The ton of coal is 2,000 lbs., unless othe: wise noted; a bushel of 
| coal is counted 80 Ibs. 


actual distance run. 

¢Switching engines allowed 6 miles per hour; five empty cars 
rated as three loaded ones. 

§ Fuel not estimated. 

| Two empty cars rated as one loaded one. 








removed at the ory of the time mentioned therein, it 
wiil be stored at the risk and expense of the owner or con- 
signee. 

** Resolved, That this agreement shall also apply to flour 
in sacks, which shall be rated as equivalent to 200 lbs. per 
barrel.” 


Works in Patterson, N. J., have taken a contract to build 
40 engines for the Pennsylvania Railroad. This is the first 
time for a number of years that the Pennsylvania has gone 
to Paterson for locomotives. The Grant Works (then the 
New Jersey Locomotive & Machine Co.) built a number of 
ten-wheel engines for the road some 16 or 17 years ago. 





**Second—All flour shipped lighterage free, and which 
the consignees may desire delivered at the railroad’s docks 
ork, will be delivered at such, docks, allowing the 
same time as provided in the section above, provided the 
cons gnees notify the railroads previous to the arrival of the 
property of their desire to have the same so delivered. If, 
however, the flour is ordered delivered to the railroad com- 
pany’s docks in New York subsequent to arrival, it shall be 
subject to a charge of 5 cents per barrel, which charge shall 
include the additional storage or holding on the docks of not 


in New 


exceeding five days. 


‘“‘Third—All flour shipped lighterage free, and notice having 
been given to the consignee of its arrival, if not ordered 
under the second clause hereof, will be held by the railroad 
companies, subject to the order of consignee, fora period 
not exceeding 10 days (Sunday, legal holidays, and day of 
notice of arrival not included) free of expense; but if at the 
expiration of 10 days consignees fail to order delivery at the 
ts, or at some other point of light- 
erage delivery, the railroad companies will put the property 
afloat, in which event, while afloat, it shall be subject to the 
demurrage charges specified in the following clause hereof, 
and if thereafter ordered delivered at the docks and depots 
of the railroad companies it shall pay the specitied demur- 


company’s docks or de 


rage charges and 5 cents per Barrel for such delivery. 


** Fourth—Consignments of 500 barrels and over, notice of 
arrival of which at point of delivery is given before 3 o’clock 
p. mn., that day and the two following working days, ending 
at 6 o’clock p. m. of the last day, without regard to the 
weather, will be deemed lay-days without charge; but after 
the expiration of that period demurrage will be charged at 
the rate of $6 per boat per day, irrespective of the number 
of barrels of flour from each boat, not exceeding 1,000 bar- 


rels. 

“Fifth—All freight charges on flour shall be paid upon 
presentation of the freight-bills by the railroad companies, 
- thon the same are not presented before arrival of the 
oroperty. 

* Sixth—All flour held at depots or docks in New York or 
Jersey City in accordance with or in consequence of the 
foregoing agreement shall be subject to the conditions ex- 


The Minnesota Railroad War. 


The fight between the Chicago-St. Paul lines which 
broke out into open war last week, has been very sharp 
through the week. Passenger rates from Minneapolis and St. 
Paul to Chicago have been cut down to $1 and 50 cents and 
the cutting has extended to other competing poiuts, in- 
cluding Sioux City, Council Bluffs and Omaha, the Chicago, 
St. Paul, Minneapolis & Omaha giving a $1 rate to Omaha 
from St. Paul. 

The cutting has extended to freight rates and there has been 
a general and heavy reduction in rates from St. Paul and 
all the competing points in Minnesota to Chicago. On Nov. 
20 the rate on grain was made 744 cents from Minneapolis, 
and alower rate was expected to follow. 


Advance in East-Bound Freight Rates. 


Commissioner Fink has just issued the following circular 
giving official notice of the advance in east-bound freight 
rates, taking effect Dec. 1, 1882: ‘At a meeting of the 
Joint Executive Committee held in New.York, Nov. 16, it 
was agreed that on and after Friday, Dec. 1, 1882, the fol- 
lowing rates should take effect : Chicago to New York, first 
class; $1; second class, 85 cents; third class, 70 cents; fourth 


40 cents; tenth class, 35 cents. The rate on live hogs will be 
the same as on seventh class. The rate on live hogs to Bos- 
ton will be the same as to New York.” 





THE SCRAP HEAP. 


Locomotive Building. 

The Schenectady Locomotive Works in Schenectady 
N. Y., recently delivered several freight engines to the New 
York Central & Hudson River road. 

The New York, Lake Erie & Western shops at Susque- 
hanna, Pa., are building a number of new locomotives, and 


changing them to standard gauge. 





class, 60 cents; fifth class, 50 cents; sixth class, 45 cents; | 
seventh class, 35 cents; eighth class, 30 cents; ninth class, | 


are still at work rebuilding old broad-gauge engines and | 


Car Notes. 


The Missouri Car & Foundry Co. in St. Louis is building, 
in place of the shops lately burned, an iron machine shop 
130 by 50 ft., a woodworking shop 75 by 200 ft., a boiler 
house, an engine house, etc. The company is now repair- 
ing some 10 or 12 cars per day and turning out a number 
of new ones each week, is working some 230 men and con- 
stantly adding new machinery to the works. 

The Jackson & Sharp Co. in Wilmington, Del., bas shipped’ 
during the past few days six first-class passenger coaches to. 
the Buffalo, New York & Philadelphia, and two handsome 
sleeping cars for the Wagner Co. It has recently booked 
orders for -— ment for the Chicago & Northwestern; IIli- 
nois Central; Canada Southern; Florida Central & West- 
ern, and a number of other roads. This company has in 
use the Brush electric light and-is running its shops to their 
whole capacity on full time. 

The car works of Blain Brothers at Huntingdon, Pa., 
caught fire on the evening of Nov. 15, and the main erect- 
ing shop and paint shop were destroyed, with about 40 
freight cars. 

The Western & Atlantic shops in Chattan , Tenn., 
are building a new postal car 50 ft. long, with all the lat- 
est improvements. It is to run on the fast mail line. 


Bridge Notes. 


The Clarke Bridge Co., of Baltimore, has lately completed 
an iron bridge over the Savannah River, for the Charleston 
& Savannah road, of six fixed spans of 144 ft. each, and a 
draw-span of 196 ft. The total length is 1,060 ft., making 
it the longest iron bridge in the South. The company has 
several other large contracts on hand. 

The Pittsburgh Bridge Co. in Pittsburgh is very busy with 
a number of orders on hand, 


Iron and Manufacturing Notes. 


The Millvale Iron Works at Bennett, Pa., are adding a new 
building 150 by 50 ft., in which will be placed a battery of 
boilers and a train of heavy sheet rolls. 


d 1 The Pittsburgh Locomotive Works, in Pittsburgh, areto| The American Tube Works, of Boston, have opened a 
Pressed in the bill of Jading under which flour is ac build 15 engines for the Pennsylvania Railroad. branch store at No. 79 Lake street, Chicago, under the man- 
Seventh—If the flour provided for in Secs. 1 and 2 is not} A Philadelphia dispatch says that the Grant Locomotive agement of Mr. J. W. Cotton. They are prepared to furnish 








730 


THE RAILROAD GAZETTE 


[NOVEMBER 24, 1882 








seamless brass and copper tubes from { in. to 71¢ in. diam- 
eter in any length up to 25 ft., both square and round. 

The Pittsburgh Telegraph of recent date reports that a 
company with a capital of $750,000 has just been organized 
in that city to manufacture spikes and nails out of steel. 
Messrs. J. C. Bissell, John H. Dalzell, Uri Haskins and a 
number of prominent iron men are interested in the euter- 
prise. The works will be located on the Youghiogheny 
River, two miles above McKeesport. A Bessemer steel 
plant and a number of Siemens open-hearth furnaces for 
making a low grade of carbon and soft steels will be erected. 
The railroad spikes to be manufactured will be similar to 
the spikes now used, but the four corners will be scooped 
out, saving nearly one half the material in steel, and binding 
the tie with eight instead of four corners. The machinery 
of the mill is the invention of Mr. Hoskins. By thie machin- 
ery the steel ingot after coming from the pit and going 
through the various proccesses is turned into finished spikes 
before it has had time to cool. 

The Pittsburgh Forge & Iron Co. is putting in a new four- 
ton steam hammer. 

The Bessemer converting de ment of the Pennsylvania 
Steel Co., during the week ending Oct. 28, made 626 blows, 
turning out 4,466 gross tons of steel ingots. The rail mill 
made 13,113 rails, or 3,154 tons. The small rail tonnage 
was caused by a delay of 8 hours, occasioned by an accident 
to the machiuery, and from the fact that a comparatively 
light rail was made.—American Manufacturer. 

Appleton Furnace at Appleton, Wis., has one stack in 
blast, the other one having been blown out for repairs. 

Four furnaces are now in blast at Sharpsville, Pa., and 
two more will go into blast in December. 

The Vesuvius [ron Works at Sharpsburg, Pa., are adding 
five new puddling furnaces, and other improvements and 
additions are to be made. 

The Industrial Works of Lodge, Barker & Co., in Cincin- 
nati, are working 50 men. They received a medal for highest 
degree of merit on engine lathes at the Tenth Cincinnati 
Industrial Exposition, and are shipping many both East 
and West. They are now ready to put upon the market a 
new 26-in. screw-cutting engine lathe, of new and elegant 
design and very powerful. 


The Rail Market 


Steel Rails.—The market has been much excited by a fur- 
ther drop in prices. Quotations are diflicult to make, but 
prices may be said to range from $41 to $43 per ton at mill, 
with some heavy orders taken at $40 by Eastern mills. The 
Western mills complain that they can make rails at such a 
price only at a heavy loss, and the Joliet and North Chicago 
companies announce their intention of shutting down as 
soon as orders now in hand are filled. The mills generally 
have not many orders ahead, and are well up with their 
work, so that Se or entire stoppage of several of them 
may be expec It is claimed that even at $45, with 
present prices of labor and pig iron, there is uo profit in 
making steel rails, while others say that there is a very fair 
profit at $40 a ton. 

Iron Rails.—Hardly any quotations are made, and with 
steel rails at present prices there is little demand for iron. 

Rail Fastenings.—Quotations are unchanged and the 
market is steady, although there has been a general slacken- 
ing of demand. 

Old Rails.—No sales are reported and stocks at tidewater 
are light. Offers have been made at $27.50 per ton in Phila- 
delphia for tees and $29.50 for double-heads, but holders 
ask a little more, which they are not likely to get. Sales of 
crop-ends (steel) have been made at $23.50 to $23.75 per 
ton. . 


Car Coupling Patents. 
During the six months ending with June 30 of this year, 


there were 138 patents granted in the United States Patent 
Office for car couplers. 


The Pratt & Whitney Comparator. 


The Committee appointed by the American Society of 
Mechanical Engineers to report on the ‘‘comparator ” or 
measuring machine made at the Pratt & Whitney Com- 
pany’s Works, sum mf their conclusions as follows : 

“The completion of the Rogers-Bond comparator marks 
a long stride in advance over any method hitherto in use 
for comparison and sub-division of line standards, combin- 
ing as it does all the approved methods of former observers 
with others original with the designers. Comparisons can 
thus be checked thoroughly by different systems, so that the 
final results of the series may be relied on as being much 
ne.rer absolute accuracy than any hitherto produced. 

“The caliper attachment to the comparator deserves 
special commendation, being simple in the extreme, but 
solving completely the problem of end measurements within 
the limit of accuracy attainable in line reading, by means 
of the microscope with the micrometre eye-piece. The 
standard to which the end measurements are referred is not 
touched, and each measurement is referred back to the same 
zero, so that error from end wear does not enter into the 
problem. ‘This attachment is in advance of all hitherto 
known methods of comparing end measures either with 
other end measures or with line standards, both as to rapidity 
of manipulation and the accuracy of its readings; the strong 
point in its construction being that it refers al] end measures 
to a carefully divided and investigated standard bar, which 
is not touched during its use, and cannot be in the slightest 
degree injured by this service, thus giving convincing assur- 
ance that the measures and gauges produced by its use will 
be accurate and interchangeable. 

‘‘ In the opinion ofgthe Committee, the degree of accuracy 
already obtained is such that no useful improvements can 
occasion changes sufficiently great to affect the practical 
usefulness of the magnitudes here determined, or the inter- 
changeability of structures based upon them with those in- 
volving further acquirements. 

“Prof. W. A. Rogers and Mr. George M. Bond are 
unquestionably entitled to great credit for the admirable 
manner in which they have solved the problem of exact and 
uniform measurement, while the enterprise of the Pratt & 
Whitney Company in bringing the whole matter into prac- 
ticable shape is deserving of the thanks of the engineering 
community.” 

This report is signed by J. Sellers Bancroft, Secretary of 
the Committee, and Henry Morton, President. 


Railroad Men's Subscriptions for the Yellow 
Fever Sufferers. 


The employés of the Louisville & Nashville Railroad Com- 
pany have subscribed about $700 for the yellow fever suffer- 
ers at Pensacola. This is in addition to a large subscription 
made by the company. 


Train Wrecking. 


A dispatch from Columbus, 0., Nov. 22, says: ‘“‘The St. 
Louis limited express train, east, leaving here at 12:05 this 
morning, on the Pittsburgh, Cincinnati and St. Louis road, 
was wrecked near Union station, 26 miles east of this city, 
by a rail which had been placed across the track. The ac- 
cident happened shortly after 1 o’clock. The engine pitched 
down an embankment over 30 ft., turning twice over and 
landing in a field. Theengineer and fireman escaped with 
slight . Two postal cars and a baggage and passen- 





ger car were thrown to the bottom of the billin a confused 
wreck, but no one was fatally injured. The engineer, three 
brakemen, two mail clerks and seven passengers were in- 
jured, only five of the wounded having serious hurts. 

“The company will offer a large reward for the arrest and 
conviction of the persons who put the rail on the track.” 


Turning the Seat. 


‘** My dear,” said Mrs. Spoopendyke, twisting around rest- 
lessly in her seat, ‘‘ my dear, I’m awfully crowded here, and 
I don’t believe any one is going to occupy that seat in front. 
Can’t you turn it over ?” 

“Certainly,” responded Mr. Spoopendyke, cheerfully, 
dropping his book and springing to his feet. ‘‘Why didn’t 
you speak before ?” 

Mr. Spoopendyke grasped the back of the seat in front of 
him and tugged lustily. 

‘** What’s the matter with it ?* inquired Mrs. Spoopendyke. 
‘Why don’t it turn ?” 

‘‘Froze down, I guess,” retorted Mr. Spoopendyke, wrench- 
ing it from side to side with vicious jerks. ‘‘ Come over, 
will ye?” he added, apostrophizirg the obstinate back. 
‘*Won’t, won’t ye?” he roared, getting a good grip underneath 
and lifting, until his eyes bulged out of his head. ‘ Im- 
pressed with some sort of a notion that this is an ordinary 
man working at ye, ain’t ye? Well, my name is Spoopen- 
dyke, dod gast ye !” and he let go for a fresh hold and went 
at it again with redoubled vigor. 

‘** Never mind, dear,” pleaded Mrs. Spoopendyke, embar- 
assed by the tittering of the passengers; *‘I don’t believe 
you know how to turn it, and I’m not very much crowded.” 

‘*Don’t believe I know how to turn it,eh? yelled Mr. 
Spoopendyke, enraged at the stubborn seat and nowise flat- 
tered by bis wife’s criticism. ‘* Don’t think I understand how 
these things are manipulated !” and he brought the seat a 
fearful whack with his fist and then wrenched at it again as 
though he were a steam derrick. ‘‘ P’raps you can educate 
me about this seat! Maybe you are in the confidence of this 
car, and can tell me how the measly thing works! Tell me, 
why don’t ye? Why don’t ye tell me? With all your in- 
formation about railroads, you only need an air-brake and 
an antagonistic gubernatorial convention to be a dod gasted 
blind pool! ‘‘ Let go and come over !” he shrieked, apply- 
ing himself once more to his enemy. ‘“ Harken unto the 
remonstrances of Spoopendyke ! Give way before superior 
intelligence, and yield to —.” 

Just here the lock broke and the back flew over, carrying 
Mr. Spoopendyke with it, and landing bim in the big hat of 
a young lady in front with a smash like a custard pie against 
a blank wall. 

‘*Got room enough now ?” he squealed as he gathered him- 
self up and returned to his wife. ‘‘ Like to have me bust out 
the end of this car so you can stretch yourself a little? If 
you only had a little more space and another leg to stand on 
you’d only want a skylight in the roof, a bald head anda 
pair of specs to be a dod gasted telescope! Another time 
you gotraveling we'll schedule you to arrive in sections, 
and some time I’m going to put a hinge in your hips so you'll 
turn a curve without bending the track straight ! You hear ? 
Where’s my book? Give me the book I was reading !” 

‘“Here it is, dear,” fluttered Mrs. Spoopendyke, drawing 
it out from under bis coat collar, and Mr. Spoopendyke 
plunged into his volume, which he was careful to hold so as 
to shield his eyes from the fiery glances of the young lady 
with the mashed hat, while Mrs. Spoopendyke smiled 
serenely out of the window and wondered if that girl would 
ever ask Mr. Spoopendyke to turn over aseat for her, the 
minx.—Brooklyn Eagle. 

A Successful Experiment. 

“T have been told,” said Mr. Dubious, watching the great 
steam hammer in the rolling mill, ‘‘ thata good hammerman 
can break the crystal of a watch with that 30-ton hammer.” 
‘* Yes, sir,” said the hammerman, ‘it can be done.” ‘I 
should like to see it,” said Mr. Dubious, eagerly, feeling in 
his watch-pocket. ‘‘I can doit, sir,” replied the man. ‘“* And 
will you?” replied Mr. Dubious, drawing out his watch. 
‘* Come, I am anxious to see it tried.” He laid his watch on 
the great anvil plate. The hammer rose up to its full height 
and the next instant all its ponderous weight, with a crush- 
ing force that shook the ground for an acre round, came 
down on that watcb. ‘There, sir,” said the hammerman, 
quietly, ‘‘if you don’t believe that crystal is broken, just 
stoop down and you can see it sticking to the hammer.” 
Mr. Dubious swallowed a whole procession of lumps and 
gasps before he could speak. ‘‘ But I forgot to say,” he ex- 
ciaimed, ‘‘ that it was to break the crystal without injuring 
the watch.” ‘Ob, yes,” said the hammerman, “yes, I know 
I have heard that rubbish myself, but it’s allgammon. I 
don’t believe itcan be done. But you can break the crystal 
every time.” —Burlington Hawkeye. 


The Last North Adams Accident. 


The Railroad Commissioners of Massachusetts have ren- 
dered the following decision on the derailment of a Fitch- 
burg Railroad Company’s freight train in the North Adams 
yard, on the Troy & Greenfield Railrvad, on the night of 
Nov. 3, 1882: ‘‘ Freight train No. 57 started east with the 
help of engine 81 acting as pusher. Getting stalled, the 
train backed down for a new start. In the meantime a 
Troy & Boston engine went in on the track for a caboose, 
and on coming out left the switch wrong, and train 67, in 
backing down, ran off the track, derailing engine 81 and 
doing some damage to it and to the track. It is enough to 
say (1) that the Troy & Boston conductor and engineman 
were clearly guiltv of gross negligence in leaving the 
switch wrong after they bad used it. It is said that this 
species of carelessness is not unusual on the part of the em- 
ployés of this company. 2. That the conductor and engine- 
man of the Fitchburg Railroad Company were wrong in not 
having observed the condition of the switch before entering 
it. They took it for granted that if the switch had been 
moved it had been restored to the position in which they 
had left it. In other words, they assumed that every man 
had done his duty—a violent presumption anywhere, cer- 
tainly an unsafe one in the North Adams yard. 3. The 
management was wrong in not having the switch lighted. 
This switch, as we learn, is now lighted. 4. This accident 
enforces the suggestion made in the report of this Board 
Oct. 28, 1882, as to the need of having the operation of the 
yard in the hands of the state and conducted by one head.” 


Chicago Railroad Men's Reading Room. 

This reading room is in convenient rooms in the Chicago 
& Northwestern out freight house, corner Kinzie and Canal 
streets, Chicago, It is aided financially by the Northwest- 
ern Company and the Chicago, Milwaukee & St. Paul, and 
is supported also by subscriptions of $2 u year from sustain- 
ing members. These members havealso the privilege of using 
the bath-rooms of the Young Men’s Christian Association. 
Besides the reading room there are classes in reading, writ- 
ing, arithmetic and geography, etc., and occasional practical 
lectures on health on the best measures to be taken ‘in case 
of injuries from railroad accidents. 


Baggage. 
A can of dynamite exploded in a baggage car on an Ohio 





road; and when the conductor came along, and looked in 
and saw the wrecked trunks, he remarked that the baggage- 


man must have been on his muscle that morning.—San 
Francisco Post. 

For deliriously dazzling falsehood, you want to hear the 
story of the Vermont baggage-man, who, having a little 
time between stations, took a hammer and nails and re- 
paired a trunk that showed a disposition to burst.—Bald- 
win’s Guide. 

It does torment a railroad restaurant-keeper frightfully to 
have a customer ask: ‘‘How much will you charge mea 
thousand for such sandwiches as these? I’m going to build a 
house, and I think they’d be more durable than brick.”— 
Boston Post. 


Tiffany Refrigerator Cars. 

The Illinois Central Co. reports that 25 Tiffany refrigera- 
tor cars ‘‘have been running over a year between Chicago 
and New Orleans, in our butter and cheese trade: we are 
also running somein our butter trade between Chicago and 
Iowa Division points. They have given entire satisfac tion. 
We have never had a complaint from parties shipping in 
them, and I think that our lines, traversing between Chi- 
cago and New Orleans, runs through a country that subjects 
the property to as severe a test as any line using them.’ 
Flying Switches. 

The Massachusetts Railroad Commissioners have given 
their decision in regard to the recent accident at Billerica, 
on the Boston & Loweli. Referring to the fact that the 
conductor of the freight train, at the time of the accident, 
was standing on the frame at the rear of the caboose, trying 
to pull the pin which attached the box car to the front part 
of the train, the report says: ‘‘While some unknown 
trouble affecting the link and pin was the immediate cause 
of this accident, it would not have happened if the danger- 
ous practice of making flying switches had not been fol- 
lowed. This practice has been forbidden by the manage- 
ment of the Boston & Lowell Railroad Company, except in 
case of necessity. This order leaves, as it must,;:something 
to the discretion of train men. In this case an excellent 
conductor. in the excess of his zeal, ran the risk of a flying 
switchfor the sake of saving five minutes, and, by a sad 
combination of circumstances, lost bis life. The result 
shows the wisdom of the management in laying down the 
rule, and admonishes those who have the charge of trains to 
be more strict in adhering to it. The Board does not need 
to add that the practice of making flying switches, danger- 
ous in all cases, is more dangerous and reprehensible in the 
case of passenger trains. It can only be justified by neces- 
sity.” 


Luminous Paint for Railroad Cars. 

On Oct. 17 an interesting experiment was mado on the 
Great Eastern Railway, of England, to test the luminosity 
of a railroad carriage now running on that line, a portion of 
the interior of which has been coated with Balmain’s patent 
luminous paint. A party of gentlemen made a trip in the 
carriage, and, although, the weather being dull, the zinc 
peaks which formed the upper portion and roof of the car- 
riage were less sensitive than would have been the case had 
direct sunshine fallen upon them, yet on entering Black- 
heath tunnel, an agreeable equally-diffused light emanated 
from the paint, sufficient to show the advertisements, or to 
see the time by a watch, as well as to read the headings of a 
newspaper. The experiment was considered to be a success- 
ful one, although, of course, the plan is not considered to do 
away with lamps, yet for short tunnels in which it is not the 
custom to light the lamps, it is certainly an improvement to 
have a little light rather than none. Balmain’s paint, it is 
said, contains no phosphcrus and is without smell; it has 
also been tried with partial success to painting the name 
boards at stations. 


Dividing a Railroad According to Climate, 

According to the London Engineer there is such an enor- 
mous difference between the great tropical heat of Vera 
Cruz, with its ordinary temperature of Ys deg. in the shade, 
and the cooler atmosphere of the elevated upper plains, thatit 
would be imprudent, if not absolutely dangerous, to expo.e 
the train officials of the Mexican Raiiway to the risk contiu- 
gent to working direct from one to the other. boca del 
Monte, or mouth of the mountain, stands, as its name implies, 
at the top or commencement of the valley which leads uowu 
to the lower plains. 1t is situated near the foot of the suow- 
capped mountain, Zitlaltipetl, whose summit is 17,800 feet 
above sea level. Its peculiar position gives it such a highly 
rarefied chilly atmosphere 9s to be keenly telt even by per- 
sons arriving from the direction of Puebla and the city of 
Mexico, and it can therefore be readily understoud how 
severe would be the effect on those proceeding from the 
tropical sea coast. For train working, or climate purposes, 
the Mexican line has, therefore, according to a paper read 
before the Institution of Civil Engineers in Ireland, by W. 
H. Mills, to be divided into three sections—the first, from 
Vera Cruz to Paso del Macho; the second, Paso del Macho 
to Boca del Monte; and the third, from Boca del Monte to 
the cities of Mexico and Puebla. 


French Railroad Signaling. 

The permissive block system has hitherto prevailed on 
most French lines, and where the absolute block was in use 
the signalling instruments adopted were those of Tyer und 
Regnault, which merely inform the signalmen of the ap- 
proach of trains, leaving it to them to block the line and 
communicate with the drivers of other trains. The Frencn 
Minister of Public Works now requires that the absolute 
block system, with automatic signalling apparatus, should 
be as soon as possible established on all double lines. He 
recommends the electric semaphores of Lartigue, Tesse, and 
Prud’homme, laying great stress upon the absolutely auto- 
matic working of the signals, and on their standing against 
all trains in case of a failure of current. Single lines are all 
to be furnished with electric bells, and the Leapolder appar- 
atus is particularly recommended, as it can be used for 
giving danger signals, or for announcing trains automatic- 
ally.—Engineering. 


Glycerine and Glue. 


A German chemist named Puscher, a native of Nurem- 
berg, reported to the trades-union of that place that he met 
with great success in using glycerine together with glue. 
While pene £ after the drying of the glue, the thing to 
which it is applied is liable to break, tear, or spring off, if a 
quantity of glycerine equal to a quarter of the quantity of 
glue be mixed together, that defect will entirely disappear. 
Puscher also made use of this glue for lining leather, for 
making globe-frames, and for smoothing parchment and 
chalk paper. He also used it for polishing, mixing wax with 
the glycerine, and using it as an underground for laying on 
aniline red color. The red was found to exceed ali colors 
in which glycerine is not used. The glycerine has also some 
properties in common with India-rubber, for it wil] blot out 
pencil-marks from paper, so as to leave no mark whatever. 
A paste made of starch, glycerine and gypsum will maintain 
its plasticity and adhesiveness longer than any other cement, 
and therefore recommends itself for cementing chemical 
instruments and apparatus used by pharmacists,—Boston 





Journal of Chemistry, 
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OLD AND NEW ROADS. 


Atchison, Topeka & Santa Fe.—This company has 
formally notified the Mexican goverrment, through the 
Official Inspector, of the com: letion of its Sonora line from 
Guaymas to the frontier at Las Nogales, and of the connec- 
tion made there witb the branch from Benson, thus complet- 
ing a new line from the Atlantic to the Pacific at Guaymas. 


Atlantic & Pacific.—Th° track is now reported laid to 
a point 40 miles west from the operating terminus at Wil- 
liams, Arizona, 408 miles ‘rom Isleta, the junction with the 
Atchison, Toprka & Santa Fe, and 418 miles from Albu- 
querque, N. M. There 1emain 147 miles of track to be laid 
to reach the terminus at the Colorado River. 

Balt more & Obio.—It is said that this company will 
s00n begin the construction of a line from Columbus, O., 
southwest to the Marietta & Cincinnati at New Vienna, a 
distance of 56 miles. This will connect the Central Ohio 
Division with the Marietta & Cincinnati, and give the com- 
pany a direct line from Cincinnati to Wheeling, and also to 
Pittsburgh. 

Besides the reconstruction of the Pittsburgh Soutbern 
road, which this company lately bought, it has undertaken 
other work in connection with the Pittsburgh Division. A 
branch bas been put under contract from the Southern rood, 
Finleyville, Pa , northeast about 15 miles to Glenwood on 
the main line of the Pittsburgh Division, five miles from 
Pittsburgh. This is intended to make a better entrance into 
Pit*sburgh and a shorter Jine from Wheeling and Washing- 
ton than wovll be afforded by the present line of the 
Southern roa?. 

It is understood that the Short Line from Wasbington, 
Pa., across to the Pittsburgh Division near Connellsville is 
soon to be completed. The Morrell Branch, which extends 
from near Connellsville to toe Morrell coke district, avout 
three miles, is now completed and trains are running over 
it. The chief work on this branch is the great bridge over 
the Youghiogheny, which will be used as part of the Short 


Line This Short Line, in connection with the Pittsburgh 
Division and the Wheeling, Pittsburgh & Baltimore Branch, 
will not only furnish a new western outlet for the Connells- 
ville coke region, but will also give the company a loop or 


second line between Wheeling and Cumberland. 

Boston & Maine and the Eastern,—The Boston Ad- 
vertiser of Nov. 20 says: * The circular that is going out to 
the st ckbolders of the Eastern Railroad from parties inter- 
ested in a lease of that road to the Boston & Maine requests 
those wko favor such a lease on a fair and equitable basis to 
sign a petition to that effect ; and asks their proxy, revok- 
ing all previous proxies, to be used at tbe approachivg 
annual meeting to elect a board of directors in favor of such 
a lease, The petition referred to is addressed to the directors 
of the Eastern, and reads as follows: ‘ The undersigned, 
sharehold-rs in the Eastern Railroad Company to the extent 
set forth by the figures against our names, respectively, 
below, believing that it is for our interest as such stock- 
holders to lease the Eastern Railroad to the Boston & Maine 
Railroad Company, resvectfully request the board of direc- 
tors of the Eastern Railroad Cormpany to take immediate 
steps to consummate and complete the negotiations and exe- 
cution of such a lease, it practicable, and we hereby promise 
to vote on the shares we now hold for its ratification at such 
meeting of stockholders in the Eastern Railroad Com- 
pany as may be held to pass upon it.’ It is understood that 
in some of the circulars sent to larger sharebolders av addi- 
tional clause was inserted to the effect that the lease should 
be made in accordance with a general plan, a copy of which 
accompnnies the petition. It will be seen that a positive 
committal is requested to some form of lease pe a fair and 
equitable basis, or in accordance with a general plan already 
marked out, which being general, may of course be 
subjected to innumerable changes. As the present movement 
emanates not from the management cf the Eastern, but 
from a representative of 20,000 shares of the stock, it re- 
mins to be seen to what extent the stockholders are ready 
to commit their votes at the present stage of the contro- 
versy. It is claimed by those interested in the present move 
ment that 22,000 shares out of 50,000 have already 
assented to the proposition. It is generally admitted that 
the management of the two roadsin question are in favor of 
a lease if a satisfactory agreement to allinterested can bo 
made, but although several propositions have been made 
between them they have as yet been unable to accomplish 
anything definite. If 1t should appear that the stockholders 
of both roads really desire a union, it must be upon a basis 
that will give a reasonabie assurance that both roads will be 
benefited thereby. It is asserted py some wko profess to be 
well informed that the stockholders of the Boston & Maine 
will not be in haste to allow their road to assume the $15,- 
000,000 debt of the En:stern, unless they can obtain a 
greater retura than the 8 per cent. dividend now earned by 
the Maine. The Eastern people, on their side, will possibly 
want to receive reasonable assurance that by a lease of their 
road they will be better off financially or their prospects 
decidedly improved. from this point of view. the present 
general plan of those who are trying to push the matter is 
critivised by manv as of uncertain benefit to the Eastern. 
[tis re; orted that the proposition is to the following effect: 
The bonds and rentals of both the Boston & Maine and the 
Eastern to be guaranteed by the former; after this an issue 
to be made of certain improvement bonds, to meet which a 
fuud must be provided; a dividend of 9 per cent. to the Bos- 
ton & Maine, and last, a dividend of 6 per cent. to the 
Eastern.” 

Burlington, Cedar Rapids & Northern-—Thbis com- 
any has owned for some years the old Chicago, Clinton & 
Vestern road, but has made little or no use of it. It is now 

reported that the company bas sold the line to the Ubicago, 
Milwaukee & St. Paul, and that the new owner will put the 
road in order to a jun“tion with its Davenport line, at Novel, 
Ia., 24 miles from Clinton. 


Camden & Atlantic.—Mr. Wm. L. Elkins, a stock- 
holder, bas secured a temporary injunction against a pro- 
posed change of the day of the annual meeting from Fet- 
ruary uatil September. 


Canadian Pacific.—A despatch from Victoria, B. C., 
says it is rumored that the object of the trip of Mr. Trutch 
and Marcus Smith to Nicola County is to examine and de- 
termine as to the feasibility of changing the line of the 
Pacific Railway from the <amloops and Shurway section 
and carrying it through the Nicola Valley and Grand 
Praurie, up the Salmon River, crossing Shurway Lake at the 
Schukmore narrows, thence through E:igle Pass to the 
Ilcillewat River and up that stream to Kicking Horse 
Prairie. It is asserted that this change will effect a saving 
of $2,000,000 in the construction of the railway to the foot 
of the Rocky Mountains. 

Central Vermont.—A dispatch from St. Albans, Vt., 
sent, it is stated, by authority of President J. Gregory 
Smith, says that the terms of the compromise with the Ver- 
mont & Canada Railroad Company are substantially agreed 
upon, and tbe matter will probably be settled in a few days. 
The Central Vermont management proposes to purchase of 
Presid-nt Brooks and bis associates in the Vermont & Canada 
road their entire interest iu the stock of the corporation, as 


well as the amount held by them of first and second- 
mortgage bonds of the Vermont Central Railroad. The 
amount of Vermont & C nada stock is $3,000;000. The 
first mortgage of the Vermont Central is $2,000,CO0 and 
the second mortgage $1,000,000, The trust indebtedness of 
the present managers, which the Supreme Court decides is 
an equitable mortzage on tbe corpus of the Vermont 
Certral and Vermont & Canada roads. aggregates $6,000.- 
000. including tbe Centra! Vermont claim, equipment bonds 
and floating debt. It is proposed, after a title to this rail- 
road property is obtained, to effect a new organization 
under Vermont law and to issue a first mortgage of $7,000,- 
000 at 5 per cent. on the whole property. Of this mortgage 
the holders of Vermont & Canada stock are to receive 
$1,000,000 in exchange for the tbree milhons of stock 
of that company, all claim for back rent to be sur- 
rendered. Tothe owners of equipment bonds, the bolders 
of the floating debt and aJl other creditors included in tLe 
decree of the Supreme Court in the Langdon case, consti- 
tuting the trust debt of $6,000,000, are .to be apportioned 
the Lalarce of $6,0CC,COO of these bonds. The holders of 
Vermont Central bonds are to receive preferred stock to an 
amount equal to one-fifth of the tace of the old first-mort- 
gage bunds and one-tenth of the second-mortgage bonds. the 
consummation of the negot ations for a :e t ementcf the 
original suit, entitled “The Vermont ard Canada versus 
the Vermont Central Railroad Company,” enter-d in tbe 
docket of the Franklin Cou ty Court in 1855, and to which 
the Langdon suit, instituted in 1878, is supplementary, will 
be terminated, a final decree wiil be given in the Langdon 
ease and tue suits now on the docket of the United States 
Court will be withdrawn. The proposed compromise was 
submitted to the Central Vermont directors at a meeting 
held Nov. 22, and was then approved ty them. 

Re ports bave been current of negotiations for a lease of 
the eatire Central Vermont system to the Grand Trunk 
Company. President Smith pronources these reports to 
be entirely without fou ndation. 


Chicago & Evanston.—Suit has been begun in the 
Cireuit Court in Chicago to restrain the transfer of this un- 
finished road to the Chicago, Milwaukee & St. Peul Com- 
pany. The bill fi'ed alleges that certain of the stockholders 
will be defrauded by the transfer. 


Chicago, St. I ouis & New Orleans.—Contracts were 
to be let this week fur the grading of the Canton, Aberdeen 
& Nashville Branch, from Kosciusko, Miss., northeast to 
Aberdeen, 87 miles. It is stated that over 100 bids have 
been received, 14 of them being for the entire line. 


Chicago & Western Indiana.—A dispatch from 
Chicago, Nov. 20, says: *‘* The Supreme Court, at Ottawa, 
Ill., to-day decided the case of the Chicago & Western 
Indiana Railway Company vs, the City of Chicago, affirm- 
ing the judgment of the lower Court. The effect of the de- 
cision is to bring the terminus of the Western Indiana and 
the lines using thet road considerably nearer the centre of 
the city than at present. 

The Chicago Tribune of Nov. 21 says of this decision: ‘The 
Supreme Court aeromaen, | decided the case of the City of 
Chicago and the Western Indiana Railroad Company. Tbis 
was a suit brought to enjoin the railroad company from pro 
ceeding with their condemnation suits and laying their 
tracks north of Twelfth street to Van Buren, on the ground 
tbat it had forfeited its rights under its charter, which re- 
quired the tracks to have been lald witbin a year after the 
passage of the ordinance. It will be remembered that the 
company was laying its tracks, when it was ilegally inter- 
ferea with by the Mayor and Superintendent of Streets, 
and the work so delayed that it could not be completed in 
the specified time. fter the city had prevented the road 
from doing the work under the franchise it then tried to 
have the francbise declaree void, because the work had not 
been done. The effect of the Supreme Court decision is to 
declare the ordinance under which it acted to be valid, and 
the right to come to Van Buren streetis unforfeited. The de- 
cisi n of the Supreme Court that the Chicago & Western 
Indiana Railroad Company has the right to extend its track 
north to Van Buren street caused considerable rejoicing 
among the Western Indiana people. It could not be learned 
whether the company intended to come all the way north 
to Van Buren street, or whether it meant to make its ter- 
minus at Harrison or some street further south. As matters 
now stand it is quite probable that the company will avail 
itself of all the ordinance grants, and will build its depot 
on Van Buren street, between Third and Fourth avenues. 
Some months ago the Western Indiana offered to compro- 
mise with the city by offering to make its terminus on 
Harrison street, provided it should be given in return a 
strip of land near Sixteenth street, opposite the old county 
Hospital, which is owned by the city. The city refused to ac- 
cept such arrangement, and consequently all negotiations 
were broken off, as it was still believed by the city author- 
ities that the Supreme Court would decide against the West- 
ern Indiana, and that it would not be able to come further 
north than Twelfth street. Since then the Western Indiana 
bas changed hands, and is now owned by the various roads 
entering the city over its lines. These roads have not yet 
fully assumed control, and consequently nothing will be defin- 
itely known regarding their intentions about the location of 
the depot until their meeting next week, when the reoryvani- 
zation of the company is to fully effected. If the West- 
ern Indiana was still in independent bands it might be prob 
able that an arrangement could be ¢ffected to make the ter- 
minus at Harrison street. in conrideration of the city giving 
the company the s'rip of land_ near Sixteenth street; but, 
as it is, the roads who own the Western Indiana are likely 
to care more for a depot as far north as possible than the 
possession of that strip of land, Still, the acquisition of the 
property between Harrison and Van Buren streets may 
prove so expensive to the company that it may still consider 
it cheaper to make its termiuus on Harrison street than to 
come north to Van Buren street.” 


Chippewa Valley & Superior.—This read, which ex- 
tends trom Eau Claire, Wis., suuthwest down the Chi; pewa 
River to Wabasha on the Missirsipy i, was formally trars- 
ferred to tte Chicago, Milwaukee & St Paul Ccmpany, Nov. 
16. It is about 48 miles long, ard is valuable for iis lumber 
treffic. It has been completed only a few weeks. 


Clearfield & Western.—This road, on which work bas 
been begun, is to run from Jersey Sbore, Pa., west by south 
into the Snow Shoe coal region, and by the Clearfield and 
Little Clearfield creeks to Punxsutawney in Jefferson 
County. It willpass through the best part of the Snow 
Shoe and Clearfield regions, and will probably have a ranch 
to Jobnstown, where a: conn.ction can be made with the 
Baltimore & Ohio. The object of the road is to secure for 
the Jersey Shore, Pine Creek & Buffalo roed—the Reading 
Vanderbilt coal line—a sbare in the valuable coal traffic of 
tbe Clearfield region. Tbe parties who are interested in the 
road, including Mr. Varderbilt, it is said, bave secured sev- 
eral }-eganaa tracts of coal land which will Lereached by the 
new line. 


Columbus, Chicago & Indiana Central.—The de- 
cree of foreclvsure and sale as granted last week finds that 
the company is a consvlidation of other organizations, and 





owns a main line from Chicago to Columbus, O., besides 
branch lines, making altogetber about 586 miles of road, 
That on Feb. 20, 1868, the company executed a trust-deed tp 
Roosevelt and Fosdick on all its property to secure $15,- 
000,000 of bonds, running 40 vears at 7 per cent. per 
annum. Of the whole issue $10,478,000 of bonds have been 
issued. That default has been made since 1875 in the pay- 
ment, of the interest and the bondholders are entitled to a 
foreclosure. In January, 1869, the whole road was leased 
to the Pittsburgh, Cincinnati & St. Leuis Reilway Com- 
pany for 99 years for 30 per cent. of the gross eernings of 
the road, with a guarantee that the rent should equal the fn 
terest on the bonds, and if not that the lessee should makes 
up the deficiency. ‘Tbe performance of the lease was alsp 
guararteed by the Pennsylvania Railroad Company. Thp 
decree finds that there is now due on the mortgage $10,- 
473,000 of prircipal and $4.834,230 of interest, and orders 
that the property of the road be sold by W. P. Fishbaek, 
Master in Chancery in the United State Circuit Court for 
the District of Indiana. The road isto be sold as an en 
tirety in accordance with the express wishes of the bond- 
holders, at a price not less than $18,500.000, and the pur 
chaser is to have the right to affirm or disaffirm the 99-year « 
lease with the Pittsburgb, Cincinnati & St. Louis Rei'road. 
Thirty day’s notice of the time and place of sale is to be 
given by publication in papers in New York, Philadelpbia, 
Cticago, Columbus, Cincinnati and Indianapolis, and the 
sale is to take place at Iudianapolis. 


Columbus, Northwestern & Ft. Wayne.—Thise com- 
pany has filed articies of incorporation to build a railroad 
from a point in Van Wert County, O., west by northto Ft. 
Wayne, Ind., about 35 miles. It is apparently intended to 
be a branch of the Lake Erie & Western road. 


Delaware, Lackawanna & Western.—It is stated 
that an arrangement has been made between the Grand 
Trunk and this company by which through business will be 
done by these roads on a pr rata basis, The Wabash Com- 
“pany is understocd to be incidentally a party to the agree- 
ment because of its previous agreements with the Greas 
Western Railroad of Canada. The fuion of the Cenadian 
railroads, which was perfected recently, bas made the pres- 
ent sgreement pessible. The Lackawanna road gains a 
through line to Chicago and by the Great Western Division 
and the Wabash road to St. Louis and other points in thp 
South and West. The Grand Trunk opens a new route fo 
New York. 

The present agreement applies only to freight traffic, but 
it is understood that a sim’lar arrangement for through pas- 
senger business will soon be made. 

This company has lately completed in Utica, N. Y., a 
round-house with 15 stalls, the outer circle of 386 ft. diam- 
eter. It is of brick, with stone foundations. New —_ 
will probably be built soon, as tbe present ones are entirely 
too small for the work done there. 


Denver & Rio Grande.--The following circular to 
stockholders was issued Nov. 21: 

“Ta the special report of Jan. 27, it wis anrow1c7d that 
‘the policy of the company under any circums‘en:es would 
be, in view of the changed financial atmosphere, to proceed 
circumspectly and to avoid floating debt.’ 

“The accounts of the company show, that were all the 
resources available, they would be sufficient to cemplete the 
Utah Extension and pay up all bills, leaving the Denver & 
Rio Grande Railway Company in February. when thp 
through line to Salt Lake wilt be ready for operation, free of 
every sort of unfunded obligation. 

“The Denver & Rio Grande Railway Company will com- 
plete its portion of this line, to wit, between Denver and the 
Utah boundary, early next month. This rapidity of construe- 
tion, although urged by every consideration of advantage 
to the company, has been to great to permit these resources 
to be utilized in time to avail for navment of the bills, 

‘While, therefore, the pledge in regard to floating debt 
has been substantially carried out to the present time, the 
company finds itself unable to finish up without breaking in 
upon the policy which was set up last January as the one 
most adviseble to adhere to under any circumstances, 

“The board of directors consequently at a meeting beld 
to-day, in order to avoid this alternative. have deemed if 
best to increase the stock from $29,160,000 to $33,000, 
being an addition of $3,840,C00. The board is satisfi 
that this will enable the 1,300 miles of road, inciuding the 
extension to Utah, to be completed and paid for, and leave 
the company with the new trunk line open for business early 
in the new year, and its net earnings free from calla for 
construction, whose cost is always uncertain while pending, 
and which, as far as the Denver & Rio Grande Railws 
Ccmpany is concerned, will practically cease next month. 


Des Moines & Ft. Dodge.—On the extension of this 
road track is now laid to Rutbven, Ia., on the Chicago, Mik 
waukee & Sc. Peul’s Iowa & Di kota Division. Ruthven 
which is to be the terminus for a time, is 51 miles northwest 
from Tara Junction, £6 miles from Fort Dodge. and 133 
— from Des Mcines. The ccmpany now bas 128 miks of 
roa 


East & West, of Alabama.—A prel'minary survey of 
this road has been completed. and a section of tie line has 
been put under contract. The road is to start from the 
Georgia state line at the point where the extension of the 
Cherokee road will reach it. and to run by way of Greens 
port on the Coosa River and the valleys of Trcut ard Bicken 
Arrow creeks to the coal fields of St. Clair County, Ala. It 
will be about 70 miles long. 


Genesee Valley.—A contract has been let for the 
grading of the Genesee Valley Termiral roed, which is a 
branch from this road just outside of Roehester, N. Y., to 
the New York Central at Lineo!n Park. It is understecd 
that, on account of the many obstacles inte: posed, tbe com- 
pany bas given up the plan of entering Ra bhester by the old 
canal, and bas made arrangements with the New York Cen 
tral for the use of its station and its tracks from Lincolm 
Park into the city. 


Georgia Pacific.—Track is now laid to Talaporsa, Ga,, 
58 miles from Atlanta and eight miles beyond the late ter 
mious at Ringer’s Cioss Roads. ‘rack is also reported laid 
from Anniston, Ala., east five miles. 


Grand Trunk.—This company bas cffered in London 
$310,000 Michigan Air Line 5 per cent. bonds, and $172, 
6CO Montreal & Champlain Junction 5 per cent, bonde, the 
issue price being 95. The bonds are to be guarant ed by tha 
Grand Trunk Company, which owns and works beth lines, 

Negotiations are reported to be in a with the De 
laware, Lackawanna & Western and the Rome, Wetertown 
& Ogdensburg for agreements for interchange of traffe 
The Grand Trunk’s object is to use the firet-nemed line as a 
connection to New York for its Detroit-Buffalo divisio 
and the latter, in connec'ion with the Ogdensburg & La 
Champlain and the Central Vermont, as a line to Boston, 


Green Mountains.— Efforts are being made to secure tha 
buildirg of this ruad from Woodstock, Vt, to Rutland, An 
accurate survey was made last summer, and the cost of the 





line complete is estimated at $1,219,439, The survey rups 
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rom Woodstock up the Quechee River about 18 miles to 
herburne, thence northwesteriy across the beight of land 
into Chittenden, and then southwesterly into Rutland, 
finally approaching that village from the south. The route 
is a circuitous, and has a total length of neariy 45 
miles. 


Greenville & Port Royal.—At a meeting held in 
Greenville, 8. C., Nov. 11, it was reported that a prelim- 
ivary survey of the projected line had been completed. A 
committee was appointed to prepare and file articles of in- 
corporation, and to arrange for the organization of the com- 
pauy. 


Louisville & Nashville.—On the extension of the 
Enoxville Branch track 1s now laid to Williamsburg, Ky., 
20 miles southward trom the Jat2 terminus at Robinson 
Creek, 47 miles beyond the old terminus at Livingston and 
187 miles from Louisville. About 15 miles remaino to reach 
the Tennessee live, and grading is in progress, 

Louisville, New Albany & Chicago.—At. a recen 
meting of the board a statement was made by the Presi- 
dent, from which the following is taken: 

** ‘lhe fixed charges are summed up as follows : 


trust bonds, just issued, $600,L00 at 8 per cent....... 
Rental and purchase money on the Chicago terminal, in- 


cluding sinking fund for liquidating the same...... .... 90,000 | 
Loui e & New Albany Branch, rental ........... ..... 
Midhanapolis freight terminal and Iudianapolis Union | 

RS REE GS a CR 11,000 
Fixed charges n the whole property, consisting of 479 

miles of road, including interest and purchase money 

on the Chicago terminal, per annum .... .... eeeaineeted 70,500 
Fined CHArges per MONtH. «......... 0... ambecesccesecs 39,208 | 


| 
“A contract bas been made with the Pennsylvania Rail- | 


road Company by which that company agreed to make a 
double steel track railroad first class. from the junction of 
our road at Vincennes Street, New Albany, to the Louisville 
bridge, for which our rental, extending through the space 
of 99 years, will be about $3,500 per annum, whereas it has 
heretofore been costing at the rate of sbout $30,000 per 
annum, thus saving to our company at the rate of 5 per cent. 
the interest on $500,000. It was the purpose of our coni- 
pany to have built a branch road of some eight or nine miles 
fong that would have cost $250,000, but in negotiating with 
President Ruberts and Vice-President McCullough of the 
Pennsyivania Railroad, they agreed to make a contract with 
our cumpanyv, permitting us to use their tracks from New 
Albany to Louisville upon terms so satisfactory that we at 
ance accepted the proposition, and I herewith present the 
contract for your approval.” 

The floating debt Nov. 8, 1882, was $228,278, and the 
President says this debt can be reduced nearly one-half by 
assets now in the company’s hands, and urges the stockhold- 
ers and directors to have the debt liquidated as soon as pos- 
sible, and that it can be readily liquidated, if the stoc-khold- 
ers so desire, by the issue of a limited amount of either 
common or preferred stock to be offered to the stockholders 
at a fixed price. 


Macon & Athens.—It is said that arrangements are 
nearly completed to begin work on this road. It is to run 
from Macon, Ga., north through Monticello to Social Circle 
on the Georgia road, about 57 miles. The Walton Railroad 
wil! be used from Social Circle north to Monroe, and a new 
fine built from Monroe northeast to Athens, about 27 miles. 


Maine Shore Line.—This company is said to be nego- 
tiating with the Boston & Maine for assistance in the con- 
struction of its projected line from Bucksport, Me., throuzh 
the shore towns to Calais. Negotiations were carried on 
with the Maine Central for a time, but were dropped when 
that company leased the European and North American 
road. Th new plan is to extend the line from Bucksport or 
Hilsworth to Bath, to connect with the Knox & Lincoin. 


On the Centreville Branch work is in progress on the 
| bridge over Duck River at Centreville, which will have two 


| in five spans of 100 ft. eacb, and is 125 ft. above the water. |owns a short suburban line of six miles out of Rochester, 
| N. Y., reports for the year ending Sept. 30 earnings amount - 


| ing to $27,280, and net earnings of $7,414, which, with the 


| spans of 150 ft. eacn and one of 100 ft.. and will be 55 ft. | surplus brought over from the previous year, made a total 


above the water. 
will be pushed on the extension from Centreville to the Lewis 
County line, 10 miles. 


Natchez, Jackson & Columbus.—Surveys are being 
made for the extension of this road from Jackson, Miss., 
northwest about 150 miles to Columbus. 


New York & New England.—The following circular 
has been issued by General Passenger Agent A. C. Kendall: 





| 


| 
| 
' 


| 


| 
| 
| 


‘* The Boston, Philadelphia and Washington trains will not | 
commence runvias via Newburgh on Sunday, Nov. 26, as! 
stated in circular No. 109, but will be resumed via the old 
route, viz: New York & New England Railroad, New 
York, New Haven & Hartford Railroad, transfer steamer 
‘Maryland,’ and Pennsylvania Railroad, as soon as repairs 
on the ‘Maryland’ are completed, due notice of which will 
be given. In the meantims no tickets will be sold, but pas- 
sengers are recommended to go by the Norwich Line.” 

In the matter of the amount which this company is to 


Z ‘3 | receive from the Boston & Albany for the 514 miles of the 
a ee gold bonds, $5,300,00) at 6 per cent...... $318,000 | Woonsocket Division from Brookline. Mass., west, which the 





Marietta & Cincinnati.—More than 95 per cent. of 
the creditors and stockbolders of the Marietta & Cincinnati 
Railroad Company have assented to the terms of the reor- 
ganization plan, but the Committee has decided to allow 
athers to come in who may apply and pay the assessment 
before Dec. 15. The road will be sold under foreclcsure on 
Dec. 9 next. 


Memphis & Charleston.—At the annual meeting, Nov. 
22,a report was preseuted showing how far the board of 
directors bad proceeded in consummating a compromise of | 
the lease of the road to the East Tennessee, Virginia & | 
Georgia Railroad Company. The report stated thata tender 
of the requisi‘e movey ($400,000) had been made, and that’ 
the cancellation of the lease was ovly temporarily di layed 
by the injunction suit of R. C. Brinkley, executor. The 
report was adopted. 


exican National.—The Mexican Financier says: “An 
official report from Mr. James Sullivan, General Manager 
af the Mexican National, states that plans and specifications 
have already been sent to the United States for the iron 
bridges, which will take the places of the wooden bridges 
first erected on the road from the City of Mexico to Toluc:. 
These wooden structures are thoroughly secure and effic ent 
for the traffic of the road, but in accordance with the sub- 
stantial character of the entire work, the new iron bridges 
will be erected at once, uccording to the plans and under the 
direction of Mr. W. C. Buchanan, the Consulting Engineer 
af the company. Twelve of these new iron structures have 
already been shipped and will reach Vera Cruz in a few 
days. * * * & 
*“ At Guanajuatoa strong local organization has been 
formed by Mr. C. Perez, to build a branch railroad between 


the Valley of Santiago and Salamanca. The stock has all | 


been taken by the 


Nashville, Chattanooga & St. Louis.—On the exten- 
sion of the Jasper Branch from Victoria, Tenn., to Inman, 
track is now laid for three miles, and the bridge over the 
Sequatchie is finished. The road will be open to Inman 
about Dec. 15. 

The company’s statement for Octoher and the four months 
of the fiscal year from July 1 to Oct. 31 is as follows : 


dents of the district.” 


Four 
October. months, 
Harnings .......... Spas hatwageaceces .* ..-$180.319 $678,614 
Exponses ...........:.. id AsPecedsh sé. 4s 102,711 396,871 
Net earaings......... ...c00.c00e.05 $77,608 "$281.743 
Wai OU MII 08 h69 5 0a Biwi ese ei Fede ser ceeKoacecesinss 185,668 
Surplus.... .. Tne é deibebltnhanaseee> att ahamah es o.ame $96,075 


For the four months, as compared with the correspovding 
period last year, there was an increase of $7,766, or 1.2 per 
cent., in earnings; a decrease of $14,078, or 3.4 per cent.. 
in expenses; an increase of $21,814, or 8.4 per cent., in net 
earnings, and an increase of $18,805, or 24.4 percent., in 


us. 
ork is progressing well on the extension of the McMinn- 
ville Branch from Rock Island, Tenn., to Sparta, and track- 


b begun. ‘The extension will be 13 miles long. 
Ens belige over Caney Fork at Rock Island is 500 ft. long 


= 


} 
| 
| 
| 


48,000 | Albany Company desires to buy, Commissioner Fink, who 


was chosen arbitrator, hasawarded the New England Com- 


3,500 | Pany $415,000, or very nearly $80,000 a mile. 


New York, West Shore & Buffalo.—Proposals have 
been received for the building of repair shops, an engine- 
house and other buildings at New Durham, N. J.. at the 
west end of the Weehawken tunnel. The repair shop will 
be 210 by 85 ft.. of brick. The repair shops of the road will 
be located at New Durham, Buffalo and an intermediate 
point not yet decided on. 

The fight between this company and the Syracuse, Che- 
nango & New York over the crossing in Syracuse continues 
active. Both companies have appealed to the courts, and 
numerous suits, counter-suits and injunctions promise occu- 
pation for the lawyers for some time to come. 


Northern Pacific.—The Chicago Tribune of Nov. 21 
says: ‘Mr. G. K. Barnes, General Passenger Agent of the 
Nortbern Pacific Railway, was in the city yesterday. A 
Tribune representative met him last evening at the office of 
bis company, and obtained from bim some valuable infor 
mation regarding the progress made on his road and its 
various extensions. 

**The main line of the Northern Pacific will be completed 
to Livingston, 23 miles east of Boz2man and 1,023 miles 
west of St. Paul, by Dec. 1, 1882. Work will be continued 
from both ends, weather permitting, all winter. The line 
from West End to Missoula will also be completed by Dec. 1, 
1882. This will leave a gap of only 310 miles to complete 
the line through fiom St. Paul to the Pacific, which it is ex- 
pected will be finished by June 1, 1883, and the line opened 
for throuhg traffic in Angust, 1883. 

** A branch line is b2ing surveyed, and will be constructed 
and ready for operation from Livingston to the northern 
boundary of the National Park by June 1, at which time 
the tourists will begin to go to the park. A branch line is 
also contemplated from Billings to Fort Bentor. The 
Jamestown Branch will be extended early in the spring to 
the west side of Devil’s Lake. The Fargo & Southwestern 
Braneh wiil be completed to Lamour, the present terminus 
of this branch, in December. The Fergus Falls Branch wil 
be extended 20 miles west of Wahpeton, into Dakota. By 
the completion of the Chicago, St. Paul, Minneaoolis & 
Omaha Railroad into Supenor, the Northern Pacific gains 
an important convection with its Western Division. and 
will no longer be corm-pelied to send all its business via St. 
Paul. 

** The Northern Pacific has just made contracts for the 
construction of 23 new Pullman sleepers and 48 new day 
coaches, besides a large number of freight-cars and locomo 
tives. Mr. Barnes anticipates that the passenger traffic of 
his road will become so heavy as tomake it necessary to run 
two trains through to the end of the line daily. At present 
two trains a day are being run to Fargo only. Settlements 
on the line are increasing in p»pulation with surprising 
rapidity, especially Moorhead, Fargo, Jamestown, Bis- 
marck, Maddan, Billings, and other new towns.” 

A contract has been let to Washington Dunn for the grad- 
ing of a branch from Little Blackfoot, Montana, to Butte, 
about 50 mies. Part of the .iae will be parallel to the Utah 
& Northern. 


Pennsylvania.—A final location is being made of the 
new line which is to leave the main line a little west of Phila- 
delphia and run through Norristown and Pheenixville to 
Reading. 

It is reported in Philadelphia that work will soon be begun 
on the line from Philadelphia to a junction with the Lehigh 
Valley road, which was proposed some time ago. 

This company’s statement for October shows for all lines 
east of Pittsburgh and E:ie, as compared with October, 
1881; 


An increase in gross earnings of.... .......... waserceeegetOue 
Pe RT OP CR icin os taviss secnceddccsccececds 30] ,403 
Be OID as sti te coke te aeaheo ans cantecnunnars $685,680 


For the ten months ending Oct. 31, as compared with the 
corresponding period of last vear, the same lines show: 
An increase in gross earnings Of..............005. eeeeee $3,996,622 
An increase in expenses OF. ..........cceccccccceccece 3,102,246 


Ae 2 $894,376 


All lines west of Pittsburgh and Erie for the ten months 
of 1882 show a surplus over all liabilities of $1,593,772, 
being a decrease, as compared with the same period of 1881, 
of $984,905. 

Philadelphia & Reading.—The Receivers’ statement 
for Octoter and the eleven months of the fiscal year from 
Dec. 1 to Oct, 31 is as follows: 

——-October -——— 


OG RCI. 0k: bisa, cite rdcctecmsreseana 


Eleven 

















Gross Net, moot*s net. 

Railroad traffic............... . 82,060,792 $1,054953 $8,303,226 
Canal traffic... ....c00- ce0s+-. 106,587 47,807 241,805 
Steam Colliers.........-.4. ..0. 55.202 22.509 2°, 542 
Richmond barges.............. 7,Y22 *2.077 *17,073 
Total R. R, Co........... $2,299,513 $1,123,5 2 $8,754,500 
a ee 1,592,217 147,949 897,053 
pS RPC Pee ree eer $3,821,730 $1,271,501 $9,651,553 

Net earnings, 1881: 

SS DER i aaa ee ee vee» $885,832 $8,124,680 
COG Be EMR H no Wi. J, <a.ne's dupes ncicnaes- ive 146.434 971,263 
REET Ont $1,032,266 $9,095,943 





* Loss 

For October both companies show an increase in net earn- 
ings of $239,235, or 23.2 per cent. For the eleven months 
the Railroad Company shows an increase of #629,820. or 7.7 
per cent.; the Coal & Iron Company a decrease of $74,210, 
or 7.6 per cent., and both companies together an increase of 
$555,610, or 6.1 per cent. in net earnings. 


As soon asthe brilge is finished work | surplus of $19,928. Out of this dividends were paid wv hich 


amounted to 15 per cent. on the capital stock of 465,000, 
The company has no funded debt. 


Rockland Lake & Valley Cottage.—This company 
has been organized to build a branch road 24 miles long, 
from the New York, West Shore & Buffalo at Valley Cot- 
tage, N. Y., to the Lake Hou e on Reckiand Lake. 


Rome, Watertown & Ogdensburg.—It is reported 
that negotiations are in progress for an interchange of 
business between this road and the Grand T:unk’- Great 
Western Division, the combination being intended to cffset 
the new arrangement between the Michigan Central and 
the Canada Southern, which is expected to divert traffic 
from the Grand Trunk’s Buffalo-Detroit lines. 


Savannah, Florida & Western.—The following order 
was recently issued by General Manager H.S. Haines: 

* On and after Oct. 16 this company will operate the line 
of the Live Oak & Rowland’s Bluff Railroad. 

‘* The earnings and expensesS will be reported separately 
from the reports of this company. 

**A separate report will be made of all charges to con- 
struction and equipm:nt on account of the Live Oak & 
Rowiand’s Bluff Railroad Company. 

‘*For convenience of operation, the line from Dupont to 
Live Oak and southward will be designated the South Florida 
Division. 

“The regular stations and distances (from Live Oak) on 
the Live Oak & Rowiand’s Bluff Railroad are: Padlock, 4.6; 
McAlJpa, 11; O’Brien, 17.9; New Branford, 23.6 miles. New 
Brantord is 202 6 miles from Savannah. 


Toledo & Indianapolis.—This company has executed 
and recorded a morigage on the first division of its road 
from Toledo, O., to Finalay, to secure an issue of $800,000 
bonds, the proceeds of which are to be used to complete and 
equip the road. 


Union Pacific.—A correspondent of the Philadelpbia 
Press makes the following statements in relation to proposed 
— of the Utah & Northern and the Oregon Short 
ines : 

‘The country to the northeast and west of Hailey is de- 
veloping so wonderfully as a bullion producer that the con- 
struction by the Union Pacific Company of narrow gauge 
feeders to at least four different districts is said to be only a 
question of a year or two. The Hailey & Bullion line, lead- 
ing from Hailey westward to the great silver lead camp of 
Bullion (eight miles) and thence to the vast and rich miveral 
belt along the Smokies, with a branch to Camas Prarrie, is 
thoroughly practicable, as demonstrated by surveys now go- 
ing on. It will doubtless be the first built, as the traffic 
would warrant its immediate construction. ‘This wiil he ulti- 
mately extended westward to Rocky Bar, Atlanta and Boise 
tity. The Hailey, Sawtooth & Salmon River line, leading 
northward to Ketchum, 14 miles; Galena. 88 miles; Vienna, 
48 miles; Sawtooth, 50 miles; Bonanza, 100 miles; Kinniki- 
nik and Clayton, Bay Horse and Challis, from 100 to 140 
miles, is next in importance and perfectly feasible, as dem- 
onstrated by Union Pacific surveys of last summer. This 
will develop a mineral and forest region second in extent or 
richness to no other in the world, one that has yielded to 
Nov. 1, or the last ten months, $3,000,000 worth of gold, 
silver and lead. 

** The Hailey & Little Wood River line, running easterly 
from Hailey, through East Fork district, tu Muldoon and 
other Little Wood River cumps, distance 20 to 25 miles, is 
probably next. The valuable iron ores of East Foik will 
have to be brought to Hailey by thousands of tons to be 
used in fluxing by the smelters, while the other business 
(one mine alone having 10,000 tons of smelting ore in sight) 
will soon become of great magnitude. The Hailey & Deer 
Creek line will soon be a tangible enterprise if preseut de- 
velopments in the mines continue as favorable as during the 
past few months. This will be about 15 miles long and will 
penetrate valuable forests, as well as rich mining districts. 
These lines will all be narrow gauge.” 

It is stated that negotiations have been completed for 
placing the $5,000,000 new 5 per cent. trust bonds. These 
bons are secured by the pledge of securities of leased and 
controlled branch lines, and the proceeds are to be used in 
retiring floating debt incurred in the construction of those 
lines. It is understood, however, that an application will 
be made by some of the stockholders for an injunction to 
restrain the company from issuing the new bonds, on the 
ground that it has no legal authority to make such an issue 


7 


Valley, of Virginia.—At the annual meeting in Staun- 
ton, Va., last week, the President presented a _ statement 
which, for the 26 miles of completed road from Harrisburg, 
Va., to Staunton. showed a net increase in earnings over 
last year of $1,425, although there was a Cecrease in grossa 
earnings of 1.87 per cent., there having been a large de- 
crease in the working expenses, amounting, as compared 
with 1880, to 10.66 per cent. The earnings had, as far as 
practicable, been applied to the liquidation of the debt due 
the Baltimore & Ohio road, making a net reduction of $24,- 
538, and reducing the indebtedness to that corporation to 
$94,679. Out of the $1,000,000 mortgage authorized at the 
last meeting of the board, $206,000 bonds had been delivered 
to the Baltimore & Obio Company: The remainder was in 
the treasury of the Valley Railroad, to be applied as needed 
from time to time. 

An unexpected delay to the completion of the Lexington 
Extension had been caused by the difficulty in securing. the 
right of way through Steunton. That matter has been ad- 
justed satisfactorily, and a great advantage had been secured 
in cressing under the track of the Chesapeake & Ohio, in- 
stead of at grade. Much advantage was expected 
when the road should be completed to Lexington from the 
closely co-operative connection with the Richmond & Alle- 
gbany Railroad. 


As soon as the passage under the embankment of the 
Chesapeake & Ohio, and through the cut in the opposite hil 
in Staunton is made, the laying of track wil) commence, and 
the road will be in operation to Greenville probably this 
e. The President thinks trains will be run to Lexington 

y early spring. 


West Virginia Central & Pittsburgh.—This com- 

any has authorized an issue of $1,000,000 bonds secured 
“ first mortgage upon the road from Piedmont to the Fair- 
tax Stone, about 50 miles, with the branch to Elk Garden, 
and also upon some 37,7U0 acres of coal land owned by the 
company in West Virginia. 

Tbe company reports the earnings for the nine months 
ending Sept. 20 as follows: 








ee NE EO OOTP oe $77,733 
RE DET chic, cree cossecines ease ; $42,205 
MRM, SUB cco cnccsssscccs coapeces oxuee . 17,373 

— 24,832 

Rotab met Cc. cco sas.. pscctssdvtndeneacaes $102,565 


The road operated extended from Piedmont to Elk Garden, 








Rochester & Lake Ontario,—This company, which 


1244 miles. 
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